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By 1\fr. TAYLOU of Tennessee: A bill (H. R. 10952) granting 

an increase of pension to Ro!Jert W. Gibbs; to the Committee on 
Invalid Pensions. 

Also, a bill (H. R. 10953) granting a pension to Tom S. 
Bailey ; to the Committee on Pension.s. 

By Mr. Tll\CHER: A bill (H. R. 10954) granting an increase 
of pension to William A. Coddington; to the Committee ()n 
Invalid Pensions. 

Also, a bill (H. R. 10955) granting an increase of pension to 
Christopher Wilson ; to the Committee on Invalid Pensions. 

Also, a bill (H. R. 10956) granting a pension to Charles A. 
Heiland ; to the Committee on Pensions. 

By Mr. VAILE: A bill (H. R. 1.0957) for the relief of 1\lark A. 
Skinner ; to the Committee on Claims. 

By 1\!r. WEI,TY: A bill (H. R. 10938) granting a pension to 
James A. Franklin; to the Committee on Invalid Pensions. 

PETITIONS, ETC. 
Un<ler clause. 1 of llule XXII, petitions and papers were laid 

on the Clerk's de k and referred as follows : _ 
111. By the SPEAKER (by request) : Petition of Middle At

lantic States Federation of Young Men's Hebrew and Kindred 
Associations of Norfolk, Va., protesting against pogroms against 
Jews in eastern Europe; to the Committee on Foreign Affairs. 

ll2. By l\fr. BABKA: Petition of Brooklyn Post, Department 
ot Ohio, Grand Army of the Republic, favoring the payment of 
$50 to Civil War veterans and $30 ·to their widows, to all who 
served 90 days or more; to the Committee on Invalid Pensions. 

113. Also, petition of Lodge No. 215 of the Switchmen's Union 
of N{)rth America, favoring Government ownership of railroads 
and opposing antistrike legislation; to the Committee on Inter
stu te and Foreign Commerce. 

114. By Mr. BURROUGHS: Petition of the members of the 
New Hampshire Conference of Social Work in convention assem
bled in Portsmouth, N.H., on November 21, 1919, requesting the 
Government to take such measures as will give immediate pro
tection to American relief workers and Americ.'8ll property and 
to the stricken people in Armenia; to the Committee on Foreign 
Affairs. 

115. By Mr. FULLER of illinois: Petition of George H~ 
Thomas Post, No. 5, Illinois Grand Army of the Republic, for 
increase of CiYil War pensions; to the Committee on Invalid 
Pensions. 

116. By Mr. McGLEXNON: Petition of Contemporary Club of 
Newark, N. J., favoring the Jones-Raker bill regarding Army 
nurses; to the Commi~e on l\Iilitary Affairs. 

117. Also, memorial of Henry Joy McCracken Branch, Friends 
of Irish Freedom, Newark, N. J., commending the Senators who 
defeated the league of nations; to the Committee on Foreign 
Affairs. 

118. Also, memorial of Pierce McCann Branch, of the Friends 
of Irish Freedom, of Jersey City, N. J., thanking the Senators 
who caused the defeat of the league of nations; to the Com
mittee on Foreign Affairs. 

119. By Mr. MAcGREGOR; Petition of Licensed Tugmen's 
Protective Association o·f Buffalo, N. Y., opposing Cummins bill; 
to the Committee on Interstate and Foreign Commerce. 

120. Also, petition. of International Union of Steam and Op
erating Engineer , opposing Cummins bill ; to the Committee on 
Interstate and Foreign Commerce. 

121. Also, petition of Brotherhood of Locomoti\e Engineers, of 
Albany, N.Y., favoring two-year extension of Government control 
of railroads ; to the Committee on Interstate and Foreign Com
merce. 

122. ALo, petition of Buffalo Federation of Churches, of 
Buffalo, N. Y., urging limitations upon immigration; to tl1e 
Committee on Immigration and Naturalization. 

123. Also, petition of Buffalo Chamber of Commerce, favoring 
Plumb plan of railroad control; to the Committee .on Interstate 
and Foreign Commerce. 

124. Also, petition of Bu1Ialo Lodge, No. 23, Benevolent and 
Protective Order of Elks, urging deportation of cli.sloyal aliens; 
:to the Committee on the Judiciary. 

125. By Mr. RAKER: Petitions of Keystone Parlor, No. 173, 
NatiYe Sons of the Golden West, of Amador City, Calif.; Sacra
mento Post, No. 61, American Legion; Hiawatha Parlor, No. 
140, Native Daughters of the Golden West, of Redding, Calif.: 
Laurel Parlor, No. 6, Native Daughters of the Golden West, of 
Nevada City, Calif., all relative to Asiatic iiililligration; to the 
Committee on Imllli.,aration and Naturalization. 

126. Also, petition of A. J. Harder, editor of the Roseville 
Register, Rose~ille, Calif., for ;retention of zone system for 
second-class mail; to the Committee on the Post Office and Post 
Uoads. 

127. Also, petition of the Riverside Chamber of Commerce, 
Riverside, Calif., for creation of Federn1 Highway Commission 
and the adoption of a Federal highway plan; to the Committee 
on Road. 

128. Also, petition of Salinas Valley Merchants' Protective 
Association, opposing House bill 8315; to the Committee on In
terstate and Foreign Commerce. 

129. By l\Ir. REBER: Petition of Pottsville Chamber of Com
merce, Pottsville, Pa., favoring House bill 6852; to the Com
mittee on Rivers and Harbors. 

130. By l\Ir. ROW AN: Petition of S. C. Schwed, of New York, 
for increase in salaries to Federal employees; to the Committee 
on Reform in the Civil Service. 

131. Also, petition of Elisha K. Kane, of Kusheqna, Pa., con
cerning strike situation; to the Committee on the Judici-ary. 

132. Also, petition of Union of Technical Men of New York 
opposing antistrike legislation in railroad bill; to the Committee 
on Interstate and Foreign Commerce. 

133. Also, petition of Order of Sleeping Car Conductors of 
New York concerning railroad legislation; to the Committee on 
Interstate and Foreign Commerce. 

134. Also, petition of National Association of Owners of Rail
road Securities presenting facts concerning railroad legislation; 
to the Committee on Interstate and Foreign Commerce. 

135. By Mr. VAILE : Petition of Denver divil and Commercial 
Association indorsing Townsend bill for construction of national 
highways; to the Committee on Roads. 

SENATE. 

SATURDAY, December 6, 1919. 

(Legislative day of Thurscla·y, December 4, 1919.) 

The Senate met at 11 o'clock a. m., on the expiration of the 
recess. 

The Vice President being absent, the President pro tempore 
(Mr. CUMMINs) took the chair. 

LA wnENCE Y. SmcruiAN, a Senator from the State of Dlinois, 
appeared in his seat to-day. 

RAILROAD CONTROL. 
The Senate, as in Committee of the Whole, resumed the con

sideration of the bill ( S. 3288) further to regulate commerce 
among the States and with foreign nations and to amend an 
act entitled "An act to regulate eommerce," approved Febru
ary 4, 1887, as amended. 

l\Ir. JONES of \Vashington. Mr. President, I suggest the 
absence of a quorum. 

The PRESIDENT pro tempore. The Secretary will call the 
roll. 

The Secretary called the roll, and the following Senators an
swered to their names : 
Capper ;Johnson, Calif. New :::!herman 
Chamberlain ;Tone , Wash. Newberry Smoot 
Cummins Kellogg Norris Sterling 
Curtis Keyes Nugent Swanson 
Dial Kirby Overman Thomas 
Elkins La Follette Page Walsh, Mass. 
FrelinghuysE-n Lodge Pomerene Warren 
Gay Moses Reed Watson 
Hale Myers Sheppard Williams 

Mr. CURTIS. I was requested to announce the absenee of 
the Senator from Maryland [Mr. FRANcE] on account of illness. 
I will let this announcement stand for the day. 

The PRESIDENT pro tempore. Thirty-fi~e Senators have 
answered to their names. There is not a quorum present. The 
Secretary will call the roll of absentees. 

The Secretary called the names of -the absent Senators, and 
Mr. RANSDELL and Mr. \V ALSH of Montana answered to their 
names when called. 

1\lr. DIAL, 1\Ir. Joa..~soN of South Dakota, Mr. KENYON, 1\Ir. 
FLETCHER, l\fr. STANLEY, and Mr. KING entered the Chamber and 
answered to their names. 

The PRESID~TT pro tempore. Forty-three Senators have 
answered to their names. There is not a quorum present. 

Mr. SMOOT. I move that the Sergeant at Arms be directed 
to request the attendance of absent Senators. 

The motion was agreed to. 
The PRESIDEJ.~T pro tempore. The Sergeant at Arms will 

execute the order of the Senate. 
1\lr. SHEPPARD. I v.'ish to announce that the Senator from 

Delaware [l\Ir. WoLCOTT] is detained from the Senate on public 
business. 

l\Ir. KING. The Senator from Ariwna [l\Ir. AsHURST], the 
Senator from Kentuck-y [1\Ir. BECJO'L~ Ml. tJ1e • P:nator from Ne· 
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bt•aska [1\!r. HITCHCOCK], -the · -junior Senator from Tennessee 
[1\Ir. 1\fcKELLAB], the Senator from North Carolina [l\Ir. SIM
MONS], the senior Senator from Tennessee [Mr. SHIELDS], and 
the Senator from 1\faryland [lHr. SMITH] are detained on official 
business. · · 

1\fl'. S:r.rrTH of Georgia, 1\fr. SuTHERLAND, 1\1r. PITTMAN, Mr. 
!IARms, Mr. McLEAN, 1\lr. BANKHEAD, Mr. CULBERSON, Mr. UN· 
DERWOOD, and l\fr. F..ur. entered the Chamber and answered to 
their names. 

The PRESIDENT pro tempore. Fifty-two Senators have now 
answered to their names. There is a qu,orum present. 

PETITIONS AND MEMORIALS. 
1\fr. TOWNSEND presented a petition of sundry citizens of 

Muskegon" Mich., praying for the ratification of the treaty of 
peace with Germany, which was ordered to lie on the table. 

He also presented a memorial of Local Lodge No. 29, Interna· 
tional Timberworkers' Union, of Manistique, Mich., and a memo
rial of sundry citizens of Escambia, Mich., remonstrating 
against the passage of the so-called Cummins railroad bill, 
which were ordered to lie on the table. . 
. 1\fr. CAPPER presented a petition of Earl W. Taylor Post, 

No. 1, American Legion, of Seneca, Kans., praying for the enact
ment of legislation providing for the deportation of disloyal 
aliens, which was referred to the Committee on Immigration. 

He also presented a memorial of Local Lodge No. 13, Inter
national Association of Railroad Supervisory Foremen of 
Mechanics, of Parsons, Kans., praying for the enactment of leg
islation providing for the establishment of wage-adjusting 
boards, which was referred to the Committee on Interstate Com
merce. . · 

He also presented a resolution passed by the Local Shop Fed
eration of Topeka, Kans., favoring the adoption of the so-callE!u 
Plumb plan for the control of the railroads of the country, which 
was referred to the Committee on Interstate Commerce. 
. He also presented a memorial of Local Union No. 1476, United 

Brotherhood of Carpenters and Joiners of America, of Abilene, 
Kans., remonstrating against the passage of the so-called Esch 
railroad bill and also against the adoption of the antistrike 
amendment in the so-called Cummins railroad bill, which was 
referred to the Committee on Interstate Commerce. 

He also presented a memorial of Olatha Lodge, No. 842, 
United Brotherhood of Maintenance-of-Way Employees and 
Railv;ay Shop Laborers, of Olathe, Kans., remonstrating against 
the passage of the so-called Es_ch-Cummins railroad bills, which 
was referred to the Committee on Interstate Commerce. 

He also presented . memorials of sundry· citizens of Potta
watomie and Riley Counties, in the State of Kansas, remon
strating against universal military training, which were re· 
ferretl to the Committee on 1\fili tary Affairs. 

GOLD CERTIFICATES. 
Mr . .McLEAN, from the Committee on Banking and Currency, 

to which was referred the bill (S. 3458) to make gold certifi
cates of the United States payable to bearer on demand legal 
tender, reported it without amendment and submitted a report 
(No. 316) thereon. 

BILLS INTRODUCED. 
Bills were introduced, read the first time, and, by unanimous 

consent, the second time, and referred as follows: 
By Mr. HALE: 
A bill (S. 3492) granting a pension to Arthur A. Rock (with 

accompanying papers) ; to the Committee on Pensions. 
BY l\Ir. SHERMAN : 
A. bill ( S. 3493) granting an increase of pension to 1\lary F. 

1\litcbcll; to the Committee on Pensions. 
By l\Ir. TOWNSEND: 
A bill (S. 3494) granting a pension to George Seward (with 

accompanying papers) ; and 
A hill (S. 3493) granting a pension to James H. Seward (with 

accompanying papers) ; to the Committee on Pensions. 
B Y 1\Ir. SUTHERLA.l~D: 
A. bill (S. 3496) to amend an act entitled "An act to provide 

compensation for employees of the United States suffering in· 
juries while in the performance of their duties, and for other 
pur11oses," approved September 7, 1916; to the Committee on 
Education and Labor. 

INCOME-TA...'I: RETURNS. 

l\Ir. HARRIS. 1\fr. President, I ask unanimous consent to 
offer a resolution, and I ask that it lie on the table. 

The resolution (S. Res. 247) was ordered to lie on the table 
and be printed, as follows : · 

Resolved, That the Secretary of the Treasury be, and he is hereby, 
directed to furnish the Senate the following information to be secured 
from the income and profits tax returns for the taxable yea.r 1918 o~ 

all corporations engaged, (!.kclusivaly or principally, in the mining or 
bituminous anti lignite coal : 

Capital stock; invested capital; net income; tax (1) income, (2) ex
cess profits, (3) total; per cent of total tax to net income; net income, 
after deducting tax; per cent of net income to capital stock; per cent 
of net income to invested capital ; fer cent of net income after deducting· 
tax to capital stock; per cent o net income after deducting tax to 
invested capital ; capital stock 1917 ; net income 1917 ; per cent of 
net income to capital stock 1917 ; excess of the per cent of net income to 
capital stock for 1918 above the percentage for 1917. 

That the information be transmitted in form similar to that obtain· 
ing in Senate Document · No. 259, Sixty-fifth Congress, second session, 
which contains the information transmitted by .the Secretary of the 
Treasury in response to the resolution of the Senate of June 6, 1918, 
and that the corporations be listed in the same sequence and under the 
same symbols, as far as possible, as obtain in Se~ate Document No: 259. 

RAILROAD CONTROL. · 
The Senate, as in Committee of ·the Whole, resumed _the con· 

sideration of the bill (S. 3288) further to regulate commerce 
among the States and with foreign nations and to amend an act 
entitled "An act to regulate commerce," approved February 4, 
1887, as amended. 

Fr·iday, December 5, 1919. 

Mr. KELLOGG. l\Ir. President, I would not take the .time 
of the Senate to discuss the pending bill were it not for 
the fact and I desire to place in the RECORD certain data 
which I . believe will be of aid to Senators in considering 
this bill. 

\Ve are now facing the most tremendous economic problem 
ever presented to this country for solution, to a large extent 
incident to the direct result of the Government's operation of 
the railways during the_ last two years. When the President 
indicated, in December, 1917, his intention to take over, for 
Government operation, all the railways of the United States, 
many were convinced that there was no necessity for it and 
that it would be disastrous. The experiment has amply_ justi· 
fied all our fears. It has cost the taxpayers of this country 
hundreds of millions of dollars, destroyed the efficiency of the 
service, and placed the railroads to-day in a position where 
unless some drastic steps are taken this ~ountry faces a financiaL 
crash, which will not only destroy hundreds of millions in prop
erty held by the people of the United States but destroy the 
efficiency of our transportation system. 

1\fr. President, I am aware that usually little is to be gained 
by the discussion of _ things which have already happened. 
But in this case these events may point us toward the proper 
remedy. 

1\Ir. President, I shall try; in this address, to describe the con· 
dition of the railroads at the time they ~re taken over by the 
Government, the effect of Government operation, the present 
condition, and the provisions of this bill repqrted by the com
mittee and designed to afford a remedy. I shall not, to any 
extent, discuss the subject of Government ownership and opera· 
tion of the railroads, because that question has been answered 
in the last two years and settled by the judgment of the 
American people. 

When the war broke out we had in this country, aU in ali, 
the best, cheapest, and the most efficient transportation system 
in the world. That it was not perfect goes without saying. But 
this is true, and will be conceded by substantially all the ex
perts in the world, that nearly all the inventions, improvements, 
_nd advancements of transportation facilities have resulted from 
American incentive, genius, and energy and enterprise. An ef· 
ficient and constantly growing transportation system is abso
lutely necessary to the very life and prosperity of this Nation ancl 
must be had to maintain the growth of the country. In the 
main, the present deplorable condition of the railroads is due to 
inefficient and extravagant Government management and stupiu 
bureaucratic control. There was no necessity for taking over 
the railroads any more than there was for taking over the tele· 
graphs, telephones, and cables, which has now been demonstrated 
beyond question, and which proved so expensive to the Govern· 
ment and disastrous to good service. The Postmaster General 
reports a loss to date of $14,418,237 in the operation of telephone, 
telegraph, and cable systems, and there are many companies 
with which a settlement has not yet been made. Because there 
was temporary congestion on account of the sudden and enor· 
mous increase of business in a comparatively small territory, 
the President took over all the railroads of the United States 
for Government operation, created a great central bureau, which, 
as everyone knows, always is inefficient. I do not claim that 
after the war broke out the transportation system of this coun· 
try was sufficient to effectively take care of the sudden increase 
of business. But during the first nine months of the war the 
railroads themselves, with all t.he handicaps of Go""ernment in
terference, priority orders, and laws which prevented the co
ordination of their facilities, handled as great a business unde1• 
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more adverse conditions at a less ex-pense than has been handled 
by the Railroad Administration since that time. 

Nineteen hundred and seven to nineteen hundred and sixteen 
were generally years of depression in railroad ·business, and ac-

. cording to the report. of the Interstate Commerce Commission 
the number of cars in the country exceeded the demand. _Then 
came on account of the European war, a sudden and great ex
panslon in our railroad transportation. The freight traffic in
creased about 50 per cent from 1915 to 1917,· or, in other words, 
135,164,000,000 ton-miles, which was equal to the entire traffic 
of all the railroads of Canada, Germany, Great Britain, Russia, 
Frtl.nce, and Austria, excluding Hungary. Then this country 
declared war in April, 1917. The r~ilroads were deprived of 
12-! per cent of their efficient men, the passenger and freight 
traffic suddenly increased, the mobilization of millions of troops 
placed an additional burden on the railways, there occurred a 
great increase in manufacturing and transportation, ' especially 
between Chicago and New York, and it is no wonder that our 
transportation systems could not handle all this traffic promptly 
and effectively. The railroads did organize immediately under 
the call of the Council of National Defense, by appointing a rail
way executive committee, which took charge, so far as the Gov
ernment would permit, of all the railroads, intending to coor
dinate their facilities, and did handle the transportation more 
effectively than it has ever been handled since. One of the 
diificulties was that the Government kept interfering by priority 
orders issued by hundreds of the Government's agencies· all over 
the country, until it was estimated that nearly 80 per cent of the 
traffic on some railroads was under priority orders, · which 
largely interfered with the management of the systems. All 
that it was necessary for the Government to do was to appoint 
an agent with authority to see that the railroads gave preference 
to all Government business and ·such business as· was incidentally 
necessary to carrying on the war. Had this been done and the 
various organizations of all the railroads availed of, instead of 
largely being scrapped and replaced by a new· organization in 
Washington we should not only have had more efficient transpor
tation but we sho-qld have avoided the financial disaster which 
has followed this Government operation. 

During the first nine months of the war, from April, 1917, to 
January, 1918, while the railroads were unde1: p~ivate manage ... 
ment with all the Government interferenee, pr10r1ty orders, and 
inabillty, on account of the law, to coordinate their facilities, 
they handled substantially as much traffic as was handled in the 
same nine months of1918, and more than was handled in the same 
period during 1919. In the year 1917 ~h~ railroads handled sub
stantially as much business as they did m 1918, and more than 
they did in 1919, with about 190,000 less employees and $1,500,-
000,000 less cost. · · · · 

In spite of the increase of from 25 to 50 per cent in freight 
and passenger rates, the net earnings of the railroads have 
constantly decreased· under Government operation, until they 
are now so low that the Government is losing about $350,000,000 
per annum, and if the roads were turned back to private owner
ship without adequate provision they could not pay the interest 
on their bonds. 

I ask leave to place in the RECORD, at the end of my remarks, 
as Appendix A, a statement of the ton and passenger miles of 
the railroads during the years 1917, 1918, and· 1919, compared 
with the average of the three preceding years. ' 

It will thus be seen that in the year 1917 the ton and pas
senger miles of the railways were almost equal to 1918, and 
during the nine months of war in 1917 they were nearly equal 
to the same nine months of war in 1918, and the business of 1917 
was greater than the business of 1919, the latter two months 
of which are estimated. . 

Let us therefore consider the financial condition of the rail
roads when the Government took them over and the present 
financial condition. In 1917 the gross earnings of all class 1 
railroads totaled $4,050,463,579. The total operating expenses 
aggregated $2,858,212,210, and the net income equaled $974,-
778,037, while the best information we can get for 1919 will 
show that the railroads will earn substantially $5,232,000,000 
with less business than in 1917. This estimate may be a little 
large on account of depression in November. This is on accoun~ 
of an increase in freight and passenger rates from 25 to 50 per 
cent. And yet the operating expenses of the r·oads have increased 
from $2,858,212,210 to an estimated operating expense, includ
ing taxes and rentals, of $4,695,500,000, leaving an estimated net 
income of only $536,500,000, or nearly $400,000,000 less than the 
guaranteed income which was the average of the net earnings 
of the roads for the years 1915, 1916, and 1917. In other words, 
the people of the United States were paying over a billion and a 
half dollars more for handling less traffic in 1919 than they were 

in 1917, and the owners of the roads but for the Government 
guaranty would receive about $438,000,000 less. 
· The following is a statement of the operating revenues, oper
ating expenses, taxes, and net .operating income of the roads 
for the test period of 1915, 1916, and 1917 and for the years 
1917,1918, and1919: 

Revenues and ea:penses of t·ailwa1fs of class 1. 
Operating revenues: · 

Test-period average, 1915-17------------------- $3, 395, 231, 000 
Year 1917 --------------------------------..:-~ 4, 050,463, 57!) 
Year 1918 ----------------------------------- 4, 913, 319, 604 Year 1918 to Sept. 30 _________________ :________ 3, 553, 368, 170 
Year 1919 to Sept. 30------------------------- 3, 783, 083, 927 

Per cent of increase, 6.5. 
Year 1919, estimated-------------------------- 5, 232, 000, 000 

Operating expenses : 
Test-period average, 1915-17------------------- 2, 297, 162,000 
Year1917----------------------------------- 2,858,212,210 Year 1918 _______________________________ .:.___ 4, 006, 894, 762 
Year 1918 to Sept. 30------------------------- 2, 871, 507, 509 
Year 1919 to Sept. 30------------------------- 3, 209, 629, 321 

Per cent of increase, 11.8. 
Year 1919, estimated-------------------------- 4, 470, 000, 000 

Taxes: 
Test-period average, 1915-1'------------------- 152,427,000 
Year 1917 -----------------------------------· 182, 778, 423 
Year 1918 ..:.---------------------------------- 186, 6;)2, 095 
Year 1918 to Sept. 30------------------------- 140, 243, 424 
Year 1919 to Sept. 30------------------------- 140, 915, 784 

Per cent of increase, 0.5. 
. Year 1919, estimated-------------------------- 187, 500, 000 

Equipment rentals, etc. : . . 
Test-period average, 1915-17 (debtor)---------- 36, 450, 000 
Year 1917 (debtor>--------------------------- 3~,996,916 
Year 1918 (debtor)--------------------------- 28,740,762 
Year 1918 to. Sept. 30 (debtor)----------------- 20, 670, 458 
Year 1919 to Sept. 30 (debtor)---------------- 27, 301, 740 

Per cent of increase (debtor), 32.1. 
Year 1919, estimated (debtor)------""---------- 38, 000, 000 

Net operating income: 
Test-period average, 1915-17------------------- 905, 160, 000 
Year 1911----------------------------------- 974,778,937 
Year 1918 ----------------------------------- 690, 418, 778 
Year 1918 to Sept. ~0------------------------- 520, 481, 487 

, Year 1919 to Sept. 30------------------------- 404, 6~3, a8G 
Per cent Of increase (debtor), 22.3. · 

Year 1919, estimated--~----------------------- 536,500,000 

Operating ratios: · 
Test-period average, 1915-17 __________ per cent__ 67. 6G 
Year 1917 -----------------------------do____ 70. 57 
Year 1918 -----------------------------do____ 81. 55 
Year 1918 to Sept. 30-------------------do____ 80. 81 
Year 1919 to Sept. 30-------------------do____ .84. 84 
Year 1919, estimated-------------------------- 85. 44 

In 1917 the percentage of operating expenses to gross earn
ings of all the roads in the United States was 70.57 per cent; 
that is, for each dollar earned it cost 70.57 cents to operate the 
roads. In 1918 this had risen to 81.55 per cent, and in 1919 it 
is estimated at 85.44 per cent. · · 

In 1917 all of class 1 railroads of the United States earneti 
5.38 per cent on their property investment. This was the last 
year of private operation. In 1918 they earned 3.71 per cent, 
and during the first six months of 1919 they earned eighty-four 
one-hundredths per cent-of course I am taking book values be· 
cause I have no others available-but the first six months of the 
calendar year is, on the average, the poorest half of the year. 
And the first nine months they had earned 2.19 per cent, which is 
estimated for the year to be 2.92 per cent, or less than the inter· 
est on the bonds and fixed charges of the railroads without pay· 
ing anything at all on capital stock; and it is conceded by 
everyone that the bonded indebtedness of the railroads is si.x: 
or seven billions less than the fair value of the properties. 

I ask to have printed in the RECORD as a part of my remarks 
as Appendix B a statement showing the names of the railroads, 
the miles operated, the net operating income, the fixed charges, 
and the balance over fixed charges for the first nine months of 
1919, and also a summary of this statement by districts;· ancl 
as a part of the same statement Appendix c; showing the rail
roads which earned a greater or less sum than the standard 
return. 

The VICE PRESIDENT. Without objection, the matter 
referred to will be printed in the RECORD. 

Mr. KELLOGG. From these statements it is easy to deter
mine the present status of the railroads, and it is perfecti.v 
evident that unless the net earnings are increased a very large 
percentage of the railroads, including some of the best, will 
be in the hands of a receiver within a few months for inabilitY. 
to pay their interest and fixed charges. 

This statement shows that in the first nine months the rail· 
roads failed to earn their fixed charges in the sum of $56,658,204. 

That means that they failed to earn their interest and 
those charges that are fixed, such as rentals, and so forth. 
But a glance at the individual railroads will show the startling 
condition. For instance, in the eastern district tbe Pennsyl-
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vania Railroad had n deficit of $10,483,413; the New York Cen~ 
b·al had a surplus of $2,371,808; the Reading had a deficit of 
$2,860,863; the Baltimore & Ohio su1!ered a deficit of $13,~ 
394,762; the Chicago & Eastern illinois bad a deficit of 
$4,036,202; and the Panhandle-one of the Pennsylvania lines
$2,027,823. In the southern dish·ict nearly all of the railroads 
had a deficit. In the western district the Chicago, Milwaukee & 
St. Paul earned no interest on its bonds whatever, It had a 
large deficit of $11,466,252, which is, as I recollect, about the 
intere t on its bonds. The Great Northern Railroad had 
a deficit of $365,240. The Northern · Pacific just about earned 
its fixed charges and had a small surplus of $1481002. The 
Southern Pacific had a deficit of $13,088,404. 

These tables show that 57 railroads in the United States 
earned $111,132,062 more than their fixed charges during these 
nine months, while 108 railroads earned $167,790,266 le s than 
their fixed charges~ so that practically two-tbirds of the rail~ 
roads of the United States must inevitably go into the hands 
of a receiver unless their conditions are improved-and these 
are not the poor railroads; they are such lines as the Pennsyl~ 
vania, the Baltimore & Ohio, the Great Northern, the South~ 
ern Pacific, and many others. For immediately the railroads 
are turned back to their owners, unless Congress acts, the 
guaranteed return ceases and the railroads are depend~ 
ent upon their earnings, which have been established by 
the Government. In other words, the operating expenses of 
a railroad are, of course, its first charge and must be paid 
before any interest on securities. The Government took over 
these railroads in a solvent condition, and while, of course, 
it has paid, durl:ng its operation~ a fair rental for the properties, 
it has increased the operating expenses so greatly that when 
they are turned back they will be b1lllkrupt and can not from 
their earnings pay their operating expenses and fixed charges, 
without ooe dollar for dividends. A railroad is worth what 
it will earn. 

I do not mean that it should be capitalized on an ear:IJ,ing 
basis; but if it earns notbing it is worthless; and the wages 
and expenses of operation, once increased, are very difficult to 
decrease. It is also difficult to increase rates, and it is a serious 
question in my mind whether rates · can be raised sufficiently 
to make up the enormous deficit the railroads are now suffer~ 
inO', One tbing is certain, that passenger rates can not be 
raised, and it is doubtful whether the rates on many of the 
leading staple commodities of the country can be increased, 
such as grain, coa~ flour, meat products, and many others. 

One of the questions we have been compelled to face involvea 
the cause of this abnormal cost of operation and whether it can 
be reduced. The principal causes of the increase of operating 
expenses have been increase of wages, increase in number of 
employees to do the same or less work, decrease of efficiency, 
a large. operating buxeau in Washington, and increase · in the 
co t of materials. 

In the first place, when the Government took over the rail~ 
roads it was supposed that the Director General would avail 
himself of the complete organizations of each railroad and 
confine his activities to such direction as was necessary to 
expedite Government transportation during the war. But in 
this the public was disappointed. Mr. McAdoo had more ambi~ 
tious ideas, so he established a great central organ~zation, 
with 2,600 employees in Washington and scattered over the 
country, which directly interfered with and benumbed the 
incentive and enterprise of every railroad organization. It 
went over the heads of local officials and was enormously ex
pensive. It demonstrated beyond question that you can not 
efficiently operate 260,000 miles of railroad from a central 
bureau in Washington full of red tape and bureaucratic obsti~ 
nance and interference. 

The result met the expectations of those who were familiar 
with railroad operations; and not only was the public poorly 
served, but people living a long distance from the Capital 
wi bing to obtain transportation facilities, changes in rates, or 
a hearing on questions of overcharges or damages found it 
impossible to break through the web of central bureaucratic 
conh'Ol in Washington. 

I am not blaming the men in charge of it. They are mostly 
able, conscientious workers and did their very best. I am 
blaming the men who created this impossible situation in order 
to build up the power of the Government 

Mr. McAdoo, speaking before the Interstate Commerce Com~ 
rnittee in 1918, expre sed the hope that very large economies 
would be practiced in railroad transportation. The fact is 
that not in one single department of railroad management, ex· 
cept possibly the legal department, which is of minor impor· 
tance so far a.s expenses are concerned, has there been econ· 
omy, but, on the contrary, enormous extravagance. It was 

claimed that g:t:ent sums would be saved in the salaries of per
sonnel. In fact, nothing has been saved, and at present, witli 
less business than the railroads were doing 1n 1917, there were 
employed in July, 1919, the last month for which we have inoo~ 
formation, 190,539 more employees than in December, 191711 
whose pay will average about $1,500 per annum, or $285,808,500, 
which is more than 4 per cent on all the capital stock of all the 
railroads in the United States. 

Of cour e, as the chairman of the committee has said, quite 
a percentage of this increa e was caused by the decrease of 
working hours, which I do not cl'lticize; but if you will. examine 
the figuTes, you will see it can not be accounted for altogether. 
by the decrease in wor.h."ing houi!S, which, as I recollect, amounts 
only to about 4 per cent 

At the time the Government took over the road the Director 
General appointed, by General Order No. 5, a wa(.Ye coiillJlission, 
composed of Franklin K. Lane as chairman, Charles C. McCllord. 
J. Harry Covington, and William R. Willcox; They made a 
thorough inveStigation and reported, on Apl'll 30, 1918-, th t the 
wage demands of the employees amounted to a billion dollars. 
They reported that there should be an increase of about $300,• 
000,000 to meet the increased cost ot living. This wn.s a. very, 
carefully prepared and exhaustive report. This increase was 
put into effect, and immediately the Director General continued 
to increase the salaries of nearly all classes of employees, until 
he reached and pa d the. bUlion mark, and they are still de .. 
manding much more. It was stated this summer that the Prest• 
dent had denied the shopmen any sub tantial increase and 
had only given them an increase of 4 cents an bout•. But this 
amounted to $60,000,000 a year. 

Mr. KING. 1\fr. President, will the Senator yield? 
Mr. KELLOGG. I yield to the Senator from Utah. 
Mr. KING. For information r am rather desirous of know~ 

ing bow the increase. could be .from zero to $1,000,000,000 when 
the committee .which pr umably had charge of the entire field 
recommended an increase of only $300,000,000. When wer•e the 
other increases made which raised the amount $1,000,0 0,000 
above the $300,000,000 recommended by the committee 'l 
. l\1r. KELLOGG. After the first increase recommended by the 

board on wae.-res and working conditions in the Ruih·ond Admin~ 
istration was made they started in· an<i have been in,crea ing 
wages ever since. I ·am not saying that they have been in~ 
creased too .much; I will come to that in a moment. 

I am not contending that the general average of the principal 
employees is too high, although the increase as a whole since, 
1915 is equal to the increase in the cost of living-and I will 
give in n moment the exact figures-but what is ubject to con. 
demnation is this: First, the Director General has standardized 
the wages of practically all railroad employees tiu·ough01lt the 
United States in the same class, irrespective of the cost of living 
and local conditions. 

Second, thousands of orders have been made recla ifying 
employees and taking them. out of a lower cla.,s and placing- them 
in a higher class of pay. 

On the first point of standardization: For instance, the pay 
of many employees in remote districts, on branch lines, where 
traffic was light, the cost of living very low, and in many en es 
where employees devoted to their duties only a part of their 
time, has been raised equal to those in more densely populated 
districts, under more expensive living conditions. In some in~ 
stances where station agents had other employment and only 
devoted a part of their time to railroad buslne~=:: their s..'lhu·ies 
htlve been increased from 100 to 200 per cent. Office boys_ 12 or 
13 years of age, studying shorthand or going to school pa1·t of 
the time, have been raised from $35 and 40 a month to as high 
as $80 and $90, and in many cases men in subordinate positions 
have received a. higher salary than th~ir superior . 

These inequalities have added grossly to the cost of opera· 
tion of the railroads, have created unrest, and have had a bad 
effect upon the morale of the service. But if the public thinks 
tl1at wages are not being increased almost daily they should 
have access to the orders made by the authorized boards on 
wages and working conditions in the Railroad Administration. 
Men are constantly being taken out of one class and plnced in 
a higher skilled class. For instance, in one case, men engaged 
in cleaning Pullman cars were taken out of the ordinary day
labor class and placed in the class of expert upholsterers and 
their pay raised from 40 cents to 68 cents an hour, and they 
still continue to perform their old dutie ~ The fact is that this 
is going on all over the country to-day. These orders are being 
made reclassifying the men so as to add enormously to the cost 
of operation without justice to the great class of_ men themselves. 

I ask to have printed in the REcoRD, as Appenclix D to mY. 
remarks, a statement showing the annual compensation of vn.ri
ous classes of employees and the increases in their salaries& 
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during the years 1915, 1917, and 1919. The increases in the 
salaries of employees during 1919, compared with the year 1915, 
amounted to 72.7 per cent, and as comp.ared with the year 1917, 
42.7 per cent. Of course, this does not show the inequalities, 
because the ouly ·· information I have bears upon -averages. 
:M;any men have been raised out of all proportion to their coem
ployees, and it is that '-rhkh has created discontent and a large 
amount of the ex."J)ense. This does not represent all of the in
creases now in effect, since it does not include the $60,000,000 
gi\en the shopmen in the way of increases which the Director 
General has put into effect since the 1st of July, 1919 . . 

The chairman of the committee said the other day that he did 
not think these average wages were too high. I do not myself. 
For the benefit of the Senate I will state that the best infor
mation I can get; which is from the National Industrial Con
ference Board, Boston, Mass., shows that the cost of living, 
including all elements, such as food, shelter, heat, light, fuel, 
and sundries in July, 1919, was 73 per cent greater than in 
July, 1915, and 30 per cent greater than in July, 1917. 

This statement, however, does not show what I consider the 
most unjustifiable phase of reclassification in many cases. This 
is general averages-the only way the information can be pro
cured. To get this reclassification one must go through thou-
sands of orders. · 

nut the present deplorable financial condition of the railroads 
is not the only serious question confronting our transportation 
system. During the Go\ernment operation in the last tl'l·o years 
the extensions, additions, and improvements in railroads, and 
especially in equipment, have been way below the a>erage of 
previous years and below the demands of the transportation of 
the country. In other words, without regard to the physical 
condition, the Goyernment has alloy;ed the railroads to fall 
behind that normal increase necessary to the transportation of 
this country. 

There is to-day a great :shortage of cars all oYer the country. 
I doubt if there is a Senator in this Chamber who has not had 
demands from his constituents for cars. 

In fact, there has existed during the last two years a shortage 
of cars, and yet the Railroad Administration has only purchased 
100,000 cars in two years, which is much less than the average 
yearly purchases of the railroads before, and is about one-half 
of the deterioration or loss of cars by wearing out, destruction, 
and so fortb. 

On .January 1, 1918, when the railroads were tak(>n oYer, there 
was undoubtedly a great shortage of cars in this country. The 
cause was perfectly obvious. The years 1913, 1914, and 1915, 
especially the latter, were, as the Interstate Commerce Commis-
sion reported, years of great depreciation in railroad busines~, 
and there was a surplus of cars from 1907 to 1916. Then came 
the great increase of business on account of the war. What the 
Government should hn.\e done on January 1, 1918, was to have 
directed the railroads to let conh·acts for all the cars which the 
shops of the country could build. And this might haYe been done 
then at a fairly reasonable price. But what was done was to 
spend four or fiye valuable months in trying to standardize cars 
and locombtiYes, which has practically amounted to nothing. 
Committees of manufacturers and committees of railroad men 
'vere appointed by 1\lr. 1\lcAdoo and all this time wasted in a 
futile attempt to do something which decades of experts in rail
road work could not accomplish, so that 1\lr. l\IcAdoo might say 
that he had standardized the cars and locomotiYes of the coun
try. The result was that not until 1\lay were any contracts let 
for cars, and during the last two years only 100,000 cars haye 
been built, and I am not sure that all of these have been de
livered, while during the years from 1899 to 1918 the average 
s:nnual purchase of freight cars was 134,310. 

I place in the RECORD, as Appendix H, a statement showing 
the average an.nual purchases of cars and locomotil'es from 1901 
to 1918. 

So far as permanent betterments and improvements to rail
roads are concerned, the administration has done better, 
altbough not all that the needs of the country demand. During 
the years 1912 to 1917 the railroads spent an average of 
$446,000,000 per annum on such betterments and impro>ernents. 
As nrar as it can be estimated, the present administration has 
spent about $400,000,000 per annum, but from 1912 to 1917 a 
dollar would purchase much more in improvements than during 
the last two years, so that $400,000,000 per annum since 1918 is 
entirely disproportionate to the amount spent before that time 
and does not make up for the increased demands upon the 
trnm;portation system of the country. 

'Vhen the railroads are turned back to their owners with de
plete(] earnings they are going to be confronted \Yith car short
age due to the failure of the Go\ernment to purchase a sufficient 
equipment, mHl this cnr shortage must be made up if the busi-

ness of the country is to be transacted. A call for cars is corn
ing from all oyer the country. The Railroad Administration is 
doing nothing toward obtaining additional equipment, and 
therefore the raHroads should be turned back as soon as possible, 
so that the companies may take steps to do so. 

I haw thus given a mere outline of the condition of the rail
roads and the difficulty confronting the Interstate Commerce 
Committee when it undertook to solve this problem. The commit
tee took testimony for two months and, through its subcommittee 
or the whole committee, spent nearly four months in careful 
inYestigation and in drafting a bill to be presented to Congress. 

l\1r. KING. Will the Senator permit an inquiry before he 
leaves the subject of betterments and improvements? 

l\1r. KELLOGG. I yield to the Senator. · 
1\lr. KING. I have heard the charge repeatedly made that 

the Railroad Administration has discriminated against a large 
number of roads which were under its control, and that the 
improyements which have been made haye been confined to a 
few roads. I shall not mention a number of roads which have 
been brought to my attention, but the charge is made that there 
has been a deliberate purpose on the part of the Railroad Ad
ministration, or some of its subordinates, to build up some 
roads-that is to say, to give them proper betterments and the 
very best of equipment-and tbat at the same time they haye 
failed to maintain other roads according to the standard that 
they were operating under prior to the Government taking 
them over. Does anything in the testimony indicate that tliere 
has been any discrimination, and if there has been no discrimi
nation does the evidence show that some of the roads have 
been neglected, whether purposely or because of lack of funds? 

Mr. KELLOGG. Mr. President, I do not think the testimony 
shows any intentional discrimination, and I have never heard 
any such complaint. Of course, the fact is that some roads 
have been maintained in better shape than other roads, which 
is probably due to many conditions, one of which would be 
the want of funds by the railroad, or earnings of the railroad 
for maintenance. Another might be that it was necessary. that 
a certain road should be kept in much better condition so that 
the GoYernment could transport material over that road. I 
know that a great deal of complaint bas been made by some 
of the roads of discriminatiou in traffic, but it is inevitable 
that such complaints should be made, and I have no doubt 
that some discrimination has occurred. 

1\lr. NORRIS. I would like to ask the Senator another ques
tion before he leaves that subject. It may be that I ought to 
preface the question by saying that I have no other object in 
propounding any question except to get light on the subject, 
which I think possibly the Senator will be able to give. 

In a conYersation that I had with an ·employee of the Rail
road Administration soon after the railroads were taken over 
he stated to me that at the time the Government took the 
railroads oyer they were in a >ery poor condition and that the 
engines and cars had not been kept up. He showed me at that 
time some photographs that he said were taken at various 
places along the Baltimore & Ohio Railroad, showing a large 
number of engines, which appeared in the photograph to be 
standing out on sidetracks, that were not in condition to be 
used; and that the Railroad Administration, when it took the 
roads over, first had to do a lot of repairing. In other words, 
his claim was that a great many of the roads were in such a 
condition at the time, from overwork and from the demands 
that had been made on them, although be did not say that it 
was inte:!tionnl, of course, that the property was in very bad 
condition and had to be repaired before it could be used. Is 
there anything in that? 

1\lr. KELLOGG. Mr. President, the committee did not go 
into that subject-. Undoubtedly there are some railroads that 
had not been kept up, and there are some that have not been 
kept up since. The best information I could get from the ac
countant of the Railroad Administration is that even at the 
present time maintenance is being what they call " scrimped." 
It is not what it should be to keep the railroads up to standard 
in some cases. But I have heard no general complaint that the 
railroads were in bad condition at that time and have been put in 
better condition since. I do not think that generally that is true. 

1\lr. KIKG. l\1r. President, will the Senator permit a sug
gestion at this point which is somewhat in respons.e to the in
quiry made by the Senator from Nebraska [l\Ir. NoRRIS]? 

1\fr. KELLOGG. Certainly. 
1\lr. KING. I made some inquiries just before the Govern

ment took the railroads over, and I found that many of the 
railroad companies had been denied the right of acquiring en
gines an<l other equipment, and had rea11y been denied in part 
the opportunity to repair some of their equipment, because the 
demands of the Allies were so great that it was deemed im-
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perative that they be supplied, even though it meant denying 
the right of some of our own raih·oads to obtain the things 
which they required. 

Mr. NORRIS. Was that before the railroads were taken over? 
Mr. KING. Yes; before they were taken over by the Govern

ment. I know that a number of the railroad companies had 
put in orders for engines, n.nd the engines which they had or
dered were transshipped and sent across the sea; at least, that 
is my informat ion. They were ready to pay for them, and they 
needed them very bailly, but it was thought that we should ac
cede to the demands of the allied Governments. Indeed, Rus
sia maue some very importai.lt demands, and many of the com
panies that were engaged in constructing engines canceled their 
engagements with our domestic operations in order to build 
engines and other equipment for the allied Governments. 

Mr. KELLOGG. Mr. Pre ident, of course that was true. 
After the war broke out, . in 1917, the railroads were unable to 
get the materials they needed, and a like condition handicapped 
the Government to a considerable extent afterwards, and it hurt 
both the railroads and the Government. 

The committee heard the committees of the railroad execu
tives, railroad security holders, chambers of commerce, farmers' 
organizations, employees' organizations, State raihvny commis
sions, and many others, and has finally submitted a bill which is 
the product representing the consensus of opinion of the com
mittee, although not unanimously concurred in in all respects. 

I now desire to discuss the principal features of the railroad 
bill: 

First. Guaranty during readjustment: I think it is evident to 
everyone that the Government, having produced this condition 
of the railroads without regard to the merits of the increase of 
operating expenSes, incurs the duty for a reasonable time, while 
the rates are being readjusted, to meet operating costs and con
tinue its guaranty. We have no right to take over a: public
service corporation and use it for Government purposes, in
crease its operating expenses so as to render the property value
less and turn it back without any remedy. Furthermore, 
sho~la this be done, a financial collapse in this country is bound 
to follow and as the bonds of these railroads are held in sav
ings banks, insurance coml)anies, and by millions of individuals, 
and are a large basis of credit, th~ greatest care should be taken 
to preserve their integrity. 

It may be said that the Government, having taken over the 
railroads and fixed the rentals, owes no duty after the proper
ties are turned back. The railroads were not consulted about 
being taken over. The Congress practically fixed the terms of 
the agreement, and the agreement was presented to the rail
roads to accept or reject, as they saw fit. Their only remedy, 
if they refused to- acoept the agreement, was to go into the 
Court of Claims and sue the Government-a remedy which, of 
course, was entirely inadequate, as the roads needed their in-
come to pay interest and taxes. · 

The true relation of the Government to a public-service cor
poration is that the Governme~t has regulatory powers to p~e
vent the companies from earrung more than a Feasonable lll
come. But it has no right to reduce that income to the basis 
of confiscation or to take the property over and destroy it. So 
the least that can be done is to continue this guaranty for a 
few months while the rat~s and operating expenses are being 
readjusted. 

For those who may desire to. examine the result of this guar
anty I ask to have incorpo1·ated in the RECORD as "Appendix I " 
a statement covering thE! principal railroads ill the eastern dis
trict the southern. district, and the western district, which will 
sho~ the total Government guaranty, the result if that guaranty 
should be reduced 25 per cent, and the rate of dividends that 
were paid by each one of the railroads, so that anyone can exam-

. ine it and see whether the guaranty is fair and reasonable dur
ing that time. I will not stop to comment on it now. 

Second. How should the rates be made? Section 6 of the 
bill directs the commission to divide the country into rate
making dis tricts, to make rates that would produce 5~ per 
cent upon the n.ggrega.te value of the property within the dis
tricts, with permission for another one-half per cent for non
productive betterments, improvements, or equipment, and takes 
from each carrier a certain percentage over and above 6 per 
cent of the earnings, to be used, one half for a trust fund for 
the purpose u:f securing interest and dividends. and the other 
half for the benefit of all the railroads in the country. This is 
one-half between 6 and 7 per cent and one-quarter above that. 
I shall discuss these provisions separately. 

The commission has found, by experience, that it is neces
sary to divide the country into districts for the purpose o:f rate 
making. 

I think there is some misunderstanding in the Senate a-s to 
what these districts mean. So far as consolidation of the rail-

roads is concerned, either permitted or forced, they make no dif
ference. These districts are simply traffic districts, which are 

. now being used by the Interstate Commerce Commission for the 
pru·pose of adjusting rates which will pay a fair return upon the 
property in each district. 

For instance, take New England, which is a district by itself. 
The district north of the Ohio River, west of New York, and 
east of Chicago is another district. South of the Ohio River 
and east of the 1\lississippi is another district. West of the 
l\lississippi River and Chicago is another, and so forth. But 
these are only traffic districts for the purpose of ru:riving at 
how much revenue will be needed by the roads in each distl'ict. 
It would take a greater increase of rates in New England to 
make the roads solvent than it would in the districts west of the 
Mississippi River, and the- commission th~refore has in the past 
divided the country into such districts, and that is the only clivi· 
sion of the country made anywhere in this bill~ Consolidation 
follows· along the lines of competition, the same as it has in the 
past and as I think it should continue to do in the future. 

There is such a wide variance in. the earning capacity 
and conditions of transportation in different parts of the coun
try. To illustrate: New England is a country with many lllll.IlU
factories, Iru·ge termlnai expenses, and short hauls, while- the 
district west of Chicago is a district of fewer manufacturing 
towns, long hauls, and different conditions of operation. These 
districts have already been unofficially recognized by the com
mission in rate adjustments, such as " Central Traffic As ocia
tion,'' "Southern," and so forth. To illustrate, these distl'icts 
would be substantially the following: 

No. 1. New England. 
No. 2.- Between Chicago and New York, north of the Ohio 

River. 
No. 3. South of the Ohio and east of the Mississippi. 
No. 4. 'Vest of Chicago, which naturally divides into what is 

known as the western transcontinental and southwestern terri
tories. 

The transcontinental roads are taken by themselves. The 
western territory is the northern part, and the southwestern 
territory is Texas, Arizona, New Mexico, and so forth. 

In these districts there is a wide variation between the roads. 
For instance, it would require a much greater increase in rates 
to make the New England roads solvent than it would the roads 
in the southern or western districts. 

I ask to have printed in the RECOJ.m as Appendix E and 
Appendix F, as a part of my remarks, two statements, one 
showing the result of operation of the roads in 1917, cempared 
with 1918, in each district, the rate of return upon the value 
of the property in the district as a whole, and the percentage 
in increase of freight rates necessary to enable the roads in 
the whole district to pay 6 per cent upon their value, taking the 
cost as the value of the railroads. 

I did not use 5! per cent because it is easier to make these 
figures on the basis of 6 per cent, those calculations having 
been made many times, but Senators can see that by reducing 
them a certain percentage it would be easier to arrive at a 
different basis. 

The other is the same statement for the nine months ot 
the year 1919, the balance of the year estimated. It will thus 
be seen that in New England it would take 28.06 per cent in
crease in freight rates, assuming the same amount of bu.3lness 
is handled as at present; in the central district, 15,73 pe.c cent; 
in. the southern disb·ict, 19.94 per cent; in the western district, 
which includes all railroads west of the Mississippi River
in fact west of Chicago and St. Louis-15.04 per cent. The west
ern district is divided into three territories, viz, the transconti· 
nental territory, which embraces all the principal lines run
ning from the Mississippi River to the Pacific, the southwestern 
territory, and the western territory. The southwestern district 
would require an increase in freight rates of 28.05 per cent. 

Mr. THOMAS. Does the Senator mean 28.03 pe:r cent in 
excess of the present prevailing rate? 

Mr. KELLOGG. Twenty-eight and one-half per cent in ex
cess of the present prevailing rate, assuming there is the same 
amount of business. I do not intend to intimate that that can 
or should be effected, certainly not immediately. 

These :figures have, of course, been made up on the basis of 
present freight earnings and do not contemplate an increase 
of passenger rates. I am satisfied that no increase in passenger 
rates can be made. Of coru·se, as I . ay, the percentage is 
higher than. would be required to earn 5! per cent or a little 
over 5 per cent, which the pending bill provides for. 

The question of minimum guaJ;anty and excess earnings: 
The most difficult problem confronting the committee was this: 
Owing to the wjde variation in the earning capacity of differ
ent roads in the same district, how could a rate be made
which must, of course, be the same on all roaus-which would 
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pay a fair return to the poorer road& and not yield excessive taken and turned over to the United States, so that it may be used 
earnings to better roads? In fact, when this problem is solved all to loan to carriers for purposes of equipment or for acquiring 
of the others will prove easy, and weeks of time and the opinic.ns additional facilities, but it belongs to the United States, as the 
of the best experts in America were sought on this question. S-enator from Iowa stated. 

1\lany plans were discussed, but finally the question resolved Mr. KING. Will the Senator permit an inquiry? 
itself into ru·o propositions: First, to make rates in each trans- Mr. KELLOGG. Certainly. 
port ation district so as to produce revenue to pay the operating Mr. KING~ The presumption is, I understand, that whatever 
expenses, including the wages of labor and the cost of mainte- earnings railroads may make, those earnings are made under 
nance, a fair return upon the property, and to insure the regulations which are supposed to be reasonable and which 
investment of capital necessary to enable the carriers to ade- provide that their earnings shall only be reasonable. The conten· 
quately perform their duties to the public, and let each indi- lion of the. Senator and the pending bill therefore reach this 
'Vidual railroad, under this arrangement, earn what it could. ground, namely, that you deprive the railroad companies of tlieir 

The second was to make rates which would yield 5! per cent earnings, earnings which are supposed to be reasonable, or, rather, 
on the aggregate value of the property in each district, with which are based upon reasonable rates, and you confiscate thDse 
authority of the commission to allow, in its discretion, one-half earnings and give them to the weaker roads. Is not that the 
of 1 per cent more for nonproductive improvements, betterments, effect, legally and morally, of the proposed legislation? 
or equipment, and as to each individual road earning more than Mr. KELLOGG. No; I do not think it is. 
6 per cent of the value of its property and not exceeding- 7 per Mr. DIAL. Mr. President, I wish to ask the Senator if there 
cent, one half of such excess is to go into its individual sinking is any question in his mind as to the constitutionality of that 
fund, and the other half into a general sinking fund for the provision? 
benefit of all roads. . Mr. KELLOGG. I will answer both questions together. I 

I should explain that that belongs to the Government, of have given a great deal of attention to the question of the con
course, and though loaned to the railroads it still is a debt stitutionality of that provision. I have read the opinion of 
due the Government. Of all excess earnings above 7 per cent, Hon. Elihu Root; Mr. John G. Milburn, of New York; Mr. John 
one-fourth is to go into the individual sinking fund and three- S. Miller, of Chicago; Mr. Johnson, of Atlanta; and many others, 
fourths into the general sinking fund. The individual sinking that it is constitutional. I have read the opinion of 1\fr. Thorn, 
fund is to be kept by each road and to be drawn upon for the who is a very able lawyer, and of ex-Justice Hughes, of the 
purpose of paying interest and dividends whenever its individual Supreme Court, to the effect that it is unconstitutional. Afte1· 
income shall fall below 6 per cent. When this sinking fund shall studying the question as carefully as I could I have come to the 
equal 5 per cent of the value of the property the railroad com- conclusion that it is constitutional; and I base my judgment on 
pany is to have one-third of all excess above 6 per cent, and two- the decisions of the Supreme Court of the United States. I am 
thirdS is to be paid into the general sinking fund, to be held not going to· stop to review them; but the Government has the 
and owned by the Government. The general sinking fund is right to reg_ulate the earnings af public-utility companies en
to be invested under the authority of the board of transporta- gaged in interstate- commerce. It can not1 of course, restrict 
tion, to be used in the way of purchases, leases-, or- rental of those earnings below a point that would yield a fair return 
transportation equipment and facilities or loans to carriers. upon the investment, but within that sphere, allowing a fair 

The questio~ is, \Vhich of these two plans is the best! I am return upon the investment, the regulation may be effectuated 
prepared to support this bill,. although it does not, in all re- by-fixing reasonable rates or by fixing a reasonable income. 

· spects, meet lJlY judgment. It is the consensus of the opinion As stated by the chairman of the committee, if there was but 
of the entire committee. Nevertheless, I deem it my duty to one railroa-d in the United States and Congress should come to 
lay before the Senate the result of my experience and observa- the- conclusion that 6 per cent or 7 per cent upon the value of 
tion in railroad operations. its property was a fair retnrn, Congress could so provide and 

While there have been in the past, more especially in the allow it to make rates as it pleased, taking the balance, or 
earlier years of the development of our railroad systems, great Congress could :fix rates which would produce 6 or 7 per cent. 
abuses, such as overcapitalization and the payment of rebates, Can it be less within the power of Congress if there are a 
these abuses have been stopped. Since 1907 the Interstate Com- hundred railroads? Of course, Congress can not say to the 
merce Commission has kept accurate accounts of the annual Great Western Railroad that it shall accept 1 per cent, but it 
money invested in railroad property, rebates have been elimi- can fix a standard of earnings which. will allow the fair return 
nated, and the railroads are now being valued by the United , on all the properties in a district. If one railroad does not wish 
States, and it is the purpose of this bill to place the issuance of to accept it, it can go into court; but its competitor is bound 
securities entirely in the hands of the commission. But what to take it, and therefore it could not get any more. 
has made our railroad systems great and developed the vast 1\Ir.- OVERMAN. Are the earnings of railroads the proper.ty 
1·esources of this country? It has been individual enterprise of the companies? 
and competition. Competition in every walk of life has been Mr. KELLOGG. The earnings. of the railroads are un-
the mainspring of human progress, and while I realize per- doubtedly the property of the companies. 
fectly that there can not be great competition in rates without Mr. OVERMAN. Undez: this bill are they the property of 
discrimination, and that rates must be the same to all, yet there . the companies? 
is great competition in service, :in. enterprise, in operation, in Mr. KELLOGG. Certainly. 
inventive genius, in labor-saving and life-saving improvements, 1\!r. OVERMAN. And if the Government :fixes the just earnings 
and in betterment of service. It would not be possible to entirely of a railroad at 6 per cent and they make 7 per cent, then the 
equalize the earning capacity of all railroads and to coordinate earning& over 6,per cent belong to that railroad; yet the Senator 
the fields of individual enterprise without stagnation. contends that the Government can take away from the railroads 

Of course, this bill does not seek to exactly equalize the earn- their property and use it as it determines for other railroad-s. 
ings of all railroads. One road was wisely built as to territory, Mr. KELLOGG. This bill does not propose to give the roads 
grades, and manner of constructio~ and is economically operated, the right to earn all they please. It proposes to fix a standard 
or it was constructed in the early days and developed with the of earnings above which the Congress provides the return. 
growth of the country. Another road was unwisely built for shall be unreasonable. 
speculativ-e purposes and is not economically operated. While Mr. OVERMAN. But when the Senator from Minnesota ad
it is undoubtedly necessary that it must continue to operate, 1t mits that the earnings of ;the railroads are the property of the 
is neither fair nor just nor economically sound that the earnings. railroads, the Government by this action would be taking away 
of the better road should be taken and given to the poorer road. the property of the railroads without due process of law. 
It is in direct conflict with all principles of fair dealing and Mr. WATSON. Is it not a fact, if the Senator from Minne· 
would discourage enterprise, which is necessary to the progress sota will permit me, that this bill does not take the properts 
of all human affairs. of the railroads? · 

Of course, it is fair to say th..'l.t the bill before the Senate does Mr. OVERMAN. But the Senator from Minnesota says that 
not take from one road and give to another. It takes a. part of the earnings are the property of the railroads. Having ad
the excess earnings, a part of what is supposed to be above a rea- mittec: they are the property of the railroads, what right has 
sonable earning, and turns it over to the Government and pro- the Government to take them away from the railroads? 
vides that the Government may use it in the aid of the transporta- Mr. W A.TSON. But the return over and above the standard 
tion systems of the country. return becomes the property of the United States. 

It was thought by the committee that fair rates could not be Mr. OVERMAN. Then it resolves itself into a question of 
maintained which would establish the credit and maintain the whether it is the property of the railroads? 
railroads of the United States without producing to certain of 1\fr. WATSON. We hav-e undertaken to provide in this bill 
those roads- so great an income that it would be unfair to the that the excess earnings do not become the property of the 
public, and therefore a certain percentage of those earnings is railroads. 
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Mr. OVERMAN. That is where the Senator from Minnesota I was of the opinion, when the committee took up the question, 
and the Senator from Indiana differ. that it would be better to have a simple rule of rate making; 

Mr. KELLOGG. Oh, no; I misunderstood the Senator from to provide that the railroads, as a whole, in a distlict should 
North Carolina. I stated that ordinarily, under the law as it be entitled to earn a fair return, and that every road Ehould 
now exists, if a rate is fixed and a railroad earns more than G keep what it earned, but after long discus ion a majority of 
per cent, the excess belongs to the railroad; but that does not the committee concluded this provision to be wise, and I am 
prohibit Congress adopting the earnings as the basis for the not prepared to say that the committee is not right. In any. 
regulation of the roads and providing that earnings above a event it will stabilize railroad securities; it will, undoubtedly, 
certain amount shall not belong to the railroads. That is the enable the roads to procure a fair return on the value of their 
point I wish to make. property without any particular line of road obtaining more 

I believe that to be constitutional-! am aware of the fact than a fair return; and if it leaves enough of the earnings with 
that eminent lawyers will disagree with me-but the question the individual road to encourage it to better its serYice, I think 
of its wisdom, of course, is entirely another thing. I am aware it will prove an acceptable and wise provision. The only ques
of the fact that there is much quegtion in the minds of many tion in my mind is whether it will work out in that way. 
men as to whether such a provision is wise, and, to be per- Mr. NORRIS. Mr. President--
fectly frank with the Senate, when the matter was discussed The PRESIDING OFFICER (1\fr. SMOOT in the chair). Does 
before the committee I thought that some other plan would be the s-enator from Minnesota yield to the Senator from Nebraska? 
better in order to maintain the initiative and the enterprise of Mr. KELLOGG. I yield to the Senator. 
the railroads of the United States, but the majority of the com- Mr. NORRIS. I should like to have the Senator's views on 
mittee disagreed with me. It may be, in order to stabilize this proposition: Is there any danger under that kind of a 
securities and put the raih·oads upon a financial basis where provision in the law of encouraging extravagance on the part 
they can handle all the business of the country without exces- of the railroads? In other words, if the excess of their returns 
sive charges being placed upon the people, that it is better to above a certain fixed figure must go to the Government, would 
adopt this provision. there be any incentive, as the Senator says, to go ahead and 

Mr. WATSON. Mr. President, is it not a fact that this improve their service? Taking the best roads, so long as they 
entire difficulty, if there be a difficulty, results by reason of the felt that they were going to get only a certain return in any 
law which compels a uniformity of rates? That is to say, if we event, would there be any incentive to improve the roads? 
made a rate for the Pennsylvania Railroad alone, and there 1\Ir. KELLOGG. The Senator from Nebraska must remember 
were no other railroad in the country, we could provide rates, that the only provision which bears any relation to a guaranty 
fares and charges that would give a return that would be equiv- is that the rates shall be made as nearly as possible to yield 
alent' to 5! per cent on the invested capital. We are, however, 5-! per cent on the value of the property. Of course, as I 
compelled to make uniform rates for all of the competing lines shall be able to show the Senator in a moment, this bill does 
in the same rate district. If we were making a rate for the not provide for a 5! per cent return, but if a road earns more 
Baltimore & Ohio Road alone, we could, through the Interstate than 6 per cent it gets one-half between that and 7 per cent, 
Commerce Commission, make rates and charges that would and above 7 per cent it gets one-quarter. I am inclined to think 
bring a return equivalent to 5! per cent on the investment of that may be insufficient to encourage competition between the 
that line· but inasmuch as rates must be uniform in the same roads. No man can tell exactly bow it will operate, but I 
district, if we fix a rate that will earn 5! per cent for the Balti- should not think it would tend to encourage extravagance or 
more & Ohio investment, that of necessity would bring a return wastefulness. I may say that I still have some -doubt about 
of 6 or 7 per cent on the investment of the Pennsylvania Line. the wisdom of it. 

Mr. OVERMAN. Yes. I understood the Senator from Iowa 1\Ir. NORRIS. If I ·may ask another question along the same 
[Mr. CuMMINS] contended the other day that the excess might line in regard to this surplus, would there be anything in the 
be taken from one rate-maldng district and applied to another theory that this surplus, if it is made, aboYe what is fixed as 
rate-making district-for example, to the southern district or the return on reasonable rates is in fact money that belongs to 
to the California district-so as to assist in bringing about a the consumers, to the shippers, to the people, and that the tak-
uniformity of rates. ing of more than a reasonable rate is unfair to them? 

Mr. WATSON. But it is to go into a fund, and that fund is Mr. KELLOGG .. Of course, the Senator must remember that 
nt the disposition of Congress. the Government takes this balance and the entire public gets 

Mr. DIAL. Does not the bill penalize the well-managed the benefit of it. 
roads? 1\Ir. NORRIS. How does the whole public get the benefit 

Mr. WATSON. Certainly not. .As I explained a while ago, of it? 
and I will explain again to the Senator, if .we were fixing a Mr. KELLOGG. Railroad facilities must be provided by some 
rate for one road alone we could provide for a return of one, money must be borrowed for those facilities, and the Gov-
5! per cent on the invested capital, but inasmuch as rates must ernment simply takes the surplus and becomes, it might be said, 
be uniform and one road may make more than 5! per cent the banker for the railroads; the Government owns it and the 
we have a right to put all of them on the rate-making basis public gets the benefit of it. 
or the earning basis, if you please, of 5! per cent on the in- 1\Ir. NORRIS. The mCiney is used, or at least a great portion 
vested capital, and say we will take the excess and put it into of it is used, is it not, to help out the weaker roads; and, if that 
a fund to be disposed of by Congress for the benefit of all the is true, does not the bill apply the same principle to the weaker 
roads· that is, a portion of it, the other portion, going into a roads that is applied to the stronger roads; that is, it gives 
fund for the benefit of the particular road which makes it by them the right to get more money than the value of their prop-
way of dividends or improvements or betterments. erty based on a fair return would give them? 

l\lr. DI.AL. I have no well-defined idea about it, but it seems Mr. KELLOGG. It is not given to the weaker roads; that is 
to me that it is not rewarding industry, and that when a rate the point; it is loaned to them. The Government gets its return 
is fixed it ought to be uniform and let the roads make what they and the public gets the benefit of it, as I understand the bill. 
can above the minimum return. It is for the very reason mentioned by the Senator that I was 

Satunlay, Decem.ber 6, 1919. opposed to the consolidation of all the lines in the country into 
one railroad system. That would equalize their earning ca-

1\fr. KELLOGG. 1\fr. President, when the Senate adjourned . pacity, of course, and it would permit rates to be made to pro
yesterday we were disc11ssing the constitutionality of the pro- duce exactly the same return on all the railroad property irr the 
vision taking away part of the excess earnings of certain roads. United States; but I was opposed to it and opposed to Govern
Tile Senator from North Carolina [Mr. OVERMAN] evidently mis- ment ownership, because it destroys the very initiative und com
understood whut I said. .As the law now stands, of course, but petition which must exist if the public is to ·enjoy an efficient 
for Government control und operation whatever a railroad system of railroads. Show me a place in this country where 
earns above the standard 1·eturn belongs to it. That, however, there is good railroad service and I will show you a place where 
does not militate against the position that the Government may there is keen competition, and there is not a place in the United 
change the basis of regulation and may provide a standard of States where there is not competition that tlle railroad service 
earnings for public-service corporations, in which event a rail- is satisfactory. 
road would not have any property right in the earnings above l\Ir. NORRIS. 1\:Ir. President--
the standard return fixed by the Government. That is the Mr. KELLOGG. I yield to the Senator. 
whole proposition. I think it is constitutional; the wisdom of 1\fr. NORRIS. Mr. President, the Senator's statement that a 
it is entirely another question. As to that, undoubtedly, men remedy for the difficulty suggested would be the organization of 
who are familiar with the subject and students of railway opera- all the railroads into one corporation under one control interests 
tion may differ. · 1 me very much. I take it if that could be done it would solve this 
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difficulty that everybody -admits is the great orre. Now, the 
question 1: want to ask -:the Senator is, if the committee wanted 
to avoid Government owners1lip did they .in their investigation 
consider the plan of organizing all the railroads under one 
E:y·stem rather than under several systems witb. a view to obviat
ing that difficu1t without entering upon Government ownership? 

Mr. KIDLTJOGG. The committee were .df the opinion-and I 
rrm Tery firmly CJf the opinion~that we might just as well have 
Government ownership. If you consolidate all the railroads in 
ehe United States into one corporation, you will deaden every 
incentive to enterprise, to competition, to efficiency, anil will 
have made it necessary to nave a great central bureau to manage 
260,000 miles of railroad, which can not be done. I \vould 
prefer to leave them as they are and let eveTy road strugg1e for 
what it can get, even though some roads should not survive, 
rather than to bring a:bout hat condition in this country ; in fact, 
I think we might just as well have Government ownership. 

1\lr. NORRIS. Is it •not, after all, just a difference in the size 
of the corporation? 

Mr. KELLOGG. The Senator will find, I think, that a rail
road can be too large to be efficiently managed; and that is why 
I am not in favor CJf having all the railroads 'PUt ·into ·One cor
poration or 1nto great regional corporations. 

1\Ir. POMERENE. Mr. President--
Mr. KELLOGG. J: yield to the ·Senator 'from LOhio. 
1\Ir. POMERENE. If i may be permitted to say so, it seems 

to me that :we ha-ve, in .affect, now one great corporation ·operat
ing, or perhaps [ had better more •CorrectJly say attempting to 
f>peraie, 260,000 miles of railro-atl. I say, as a result of a -year's 
·study of this problem, that there has never been in the history 
of the railreads ·of this ·country as much extravagance and in
efficiency as there has been under tbis uni'fied coni:ro1, no matter 
what the merits may ha<ve tbeen; and there :buve b.een merits in , 
t1.1e uni'fied operation. 

1\Ir. KELLOGG. Mr. President, r shall try to l)ro·ceed rapidly, 
because I do nat wish to take too much time. 

The Senator from Nebraska [Mr. NoRms~ the other day ques
tioned the basis of compari-son df ,earnings of different railroads 
made by the Senator from Iowa [Mr. Ou:MMms] on the ground 
that the book valuation was not a fair valuation. It does not 
make any difference what basis 'YOU take. We fl.J!e .faced with 
"the proposition that 'it is necessa'eyi:o 1Il3ke rates thai will enable 
all of the principal lines of railroads af the country to live. I 
do not mean that they should all earn the same rate of Teturn 
on their investment. 

It would not ibe 'fair that tb.ey should do ·so, beca:nse the 
Chicago Great Western .ought not to ,earn as much as -the 
Burlington, or the Western Pacific as much ·as the Union 
Pacific; but there is a great divergence in the earning capacity 
of different roads, which makes it mo-st difficult to adjust 
rates that ·are not too high and 'Permit all of the railroads to 
1ive; and it was for that reason that the majority of the 
committee finally concluded that thi-s was the best policy. 

There are, of course, many .considerations which support that 
view. I shall not attempt to go into all .oi: them; but 1et me 
Illustrate this "Variation of earnings, and I will take another 
basis, not the one used by ·the Senator from iowa. 

IDnring the 'Dine months to September 30, 1919, in the eastern 
·district between Chicago and New York and north of the Ohio 
;River, the Baltimore & Ohio bad a deficit of $13;394,762. That 
is, it lacked that amount in earning its fixed charges, without 
any dividends on stock, -while the New York Oentral earned a 
surplus over its :fixed charges of ·$2J3.71,808. The Erie bad a 
deficit ·of $10,889,077, while the De1aware, Lackawanna & West
ern, its competitor, .bad a surplus of $3,192,520. These a·re ex
treme illush·ations 1n tlrls district. 

Mr. POMERENE. That was last year? 
1\lr. KELLOGG. That \Was rthe 1irst nine :months of this year, 

and is a fair illustration of what the year will show. In the 
western district the Chicago, Milwaukee & St. Paul had a 
,c1eficit of $11,466,2~ while the Union .Pacific had a surplus 
of $17,189,129. 

1\Ir. STERL"ING. Was 'that for the 1.t"ke period? 
:i\Ir. 'KELLOGG. Exactly i:he same perioa-the first nine 

months of this year. The Southern Pacific had a deficit of 
~13;088,404, while the Atchlson, Topeka & Santa Fe nad '3. 
surplus of $13,439,073. The Chicago Great Western lma !R 
fleficit of $299,629, while tthe Chicago, 1Bur1ington & Quincy naa 
a surp1us of $12,202;572. I think -myself that those variatl&ns 
nre more than .. would exist 1n ordinary times, 'but there is ·no 
11Se disguising the fact •that 1.68 of the railroad'8 of the United 
States to-day lack S60,000,000 n. y-ear In -earning-thei-r interest, 
nnd only 57 of tbem earned more ·th-an their rnterest. 

1\lr. CU1\1.1\:frn"S. Mr. 'President, the Senator means 108 of 
"Ule 'Class 1 roaCls? -

}....::r. KELLOGG. The class 1 Toads. I do 'Dot mea:n little 
roads. The class 1 roads ure those ear.n.i.ng more than a 
mi:llion dollaTs _gross; and the committee was confrontEd with 
the realization that it would be· an appalling thing for 108 
railroads to go into the hands of a Tereiver in six months. We 
could not .fix a basis of rates in this country which would 
support all of those 108 railroads and not give the 57 a good 
deal more tllan the public interest would permit. T.hat is why 
I was induced to consent to the repo:rt of this bill, which rin 
some :respects runs count~r to my long-established economic 
ideas. I wished to save the railroad systems of this country 
from utter bankruptcy, because Tailroad efficiency is needed on 
e\'ery farm and in every village and in eveTy single industry 
that exists in the c01mtry; and I doubt if Senators realize 
the serious condition confronting the country. I do not care 
what basis of value you take; I will take the valuation fixed 
by any board :in ·the wo.rld that is fair. The railroads to-day 
are not earning anywhere near 4 per cent upon their value. 

Mr:. WATSON. What peT cent of them are not earning 
enough io pay .dividends? 

l\Ir. KELLOGG. One hundred and eight roads out of 165 
are not -earning their interest ·and fixed charges, to say nothing 
about dividends, and all the railroads of the United -states are 
lacking '$60;000,000 of earning their interest and 'fixed charges, 
with not a dollar for dividends; .ana everyone know.s, of 
course, that the ·bonded indebtedness of th~ roads is far be· 
low, six or seven billions below, any va1uatio.q. which will be 
placed upon them. 

1\'lr. FRELINGHUYSEN. 1\Ir. President, are there not some 
that are not even earning their operating expenses? 

Mr. KELLOGG. Oh, yes ; many of them. The list appears 
ii:n -the RECORD. . 

Mr. CAPPER. How different is that from the prewar con
dition in this country? 

Mr. KELLOGG. Under the prewar ·condition, the last yea1· 
before the wn.r, 60.38 ver cent of the class 1 railroads were 
paying dividend-s, and practically all of tbe railroads were 
earning ltheir interest. Of ·course, there were -some poor lines 
w'hich were not .earning their interest, ana some in i:he bands 
of Teceivers, wltich is a condition that nlways does exist. The 
xoads for the three years before the war earned an average u:f 
5.25 per cent upon their book values. 

As I said, I do not fa-vor this ec:onomic pTinciple. I have 
many times thought that it woTild be ·better to give a fair re· 
turn on all the property and let evecy road keep what it cau1d 
.get, because, after all, it is "What are known as the rieh roads 
i:hat have to borrow the most money and buy the must equip
ment and terminals; but the committee thought otherwise, and 
there are, as I have said, some very strong reasons that make 
dt imperative that the securities should be stabilized. 

I realize that rates should not be made which will furnish the 
.pool!er lines 4 per cent o.r 5! per cent •or 6 per cent on the value 
of their .. properties. They are not 'WOrth it. They can not earn 
it 11nder normal conditions of rates and traffic and sllou1d Te
ceive less than lines more fortunately situated with larger 
traffic. If the plan of the committee is to be ·adopted-and, as 'I 
said, I am prepared to support it-I think a sufficient per
-centage on the earnings above the 6 per cent should be left with 
the road producing the same, to encourage economical operation 
and good service. And I ooubt very much if one-half of the 
increase between 6 per cent and 7 per cent and above that is 
sufficient. :My own judgment would be to _give them half of all 
they receive over and above 6 per cent, but 1: am not insistent 
upon it. 

The plan which the majoTity of the committee thought best 
gives the roads, as I said, 5! per cent upon the value of their 
pro})erty, with one-ha1f of 1 per cent more, if the C<Jmiiiission 
should so determine, for nonp-roductive betterments, impro-ve
ments, or equipment. .As to the last proposition, railroads a.rc 
:requiTed to make a great amount of improvements from earn
ings which nre called nonproductive improvements. This is n 
misnomer, ana if the present Clause in the 'bill 1should be re
'taiwd that word should be stricken out, because no one can say 
that .an improvement is entirely nonproductive. 

Ste.el ·bridges in place of wooden bTidges, stane culverts in 
place of wooden culverts, street elevations, new station.s, and 
many .other improvements which the public demand ana to 
whic'h they are entitled will ;pa'Y little, if any, income on the 
in:vestment. But no one can sny they aile entirely nonproduc
tiv:e. I edo not believe that one-half per <rent is t>ufficient among 
.the roads as a whole in this country for sneh improvements. 
'The best estimate I have been nb1e Ito dbtain is that prior Ito 
·Government -operation the railroads of this country, for1J!) years, 
·hn:d 'spent about lthree-'fanrths of 1. per cent ver a:nnum as a· 
rwhole. I merm t'hr.ee-foorths of 1. .per ccent on the IVa:lue as it 
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appears on their books, which is about 18 billions. Of course, 
the best roads, which had the money to spend, invested much 
more than this. Some invested as high as 3 per cent, but un
doubtedly the average was at least three-fourths of 1 per cent. 

Now, it must be remembered that they have spent much more 
than this in betterments and improvements. The average for 
five years before the "War was about $446,000,000, but it is not 
all taken out of earnings. It is impossible to borrow all the 
money that goes into betterments and improvements, because 
they yield such a small per cent of income, if any at all, that 
you are constantly increasing capital, on which you have to 
pay interest if you borrow the money. If it is paid in the 
form of rates, the public has the benefit of it, for under this 
bill it is not proposed that that money shall ever at any time 
draw any interest, or pay any income to the railroads; or be 
the basis of rates to pay any income. That half of 1 per cent 
does not belong to the railroads. It is not given to the rail
roads. It is taken from earnings and put into betterments and 
improvements. Of course, it would make the railroad property 
more valuable, but it never can be used under this bill, and 
never should be used, as a basis for eariiing in the future. Upon 
that principle the committee was unanimous, and I think it is 
one of the best principles in this bill. I have for years advo
cated that principle when we could have the railroads valued 
and get a basis upon which to act. 

The next question is whether the 5! per cent is too great an 
lilcome for the roads. The chairman of the committee said 
that he was inclined to think that · it was larger than it 
should be. 

Mr. POMERENE. That is on the whole valuation. 
l\Ir. KELLOGG. That is on tile whole. The Senate must 

remember that this takes in entire traffic districts and involves 
the entire value of the railroad property. It is not the book 
value, it is not the capitalized value; it is the value which the 
Interstate Commerce Commission shall from time to time :fix. 
They have the facilities and information so they can very accu
rately fix that value before their complete valuation is available. 

But you must remember that while, of course, 5-! per cent on 
the value of that property at present will enable some of the rail
roads to pay dividends greater than 5! per cent, railroad bonds 
in the future will draw a higher rate of interest than they have 
in the past. 

Take the value of money to-day. Bank credits, the best in the 
world, pay 6 per cent. Government bonds exempt from all State 
and Federal taxation except -surtaxes pay all the way from 4 tQ 
4.75, and State and municipal securities which are exempt from 
all taxation, both State and Federal, are paying from 4! to 5 per 
CE!nt. Of course, no one would invest in railroad securities, sub
ject to uncertainties, unless the stock at least will yield a good 
deal more than 5! per cent. To-day no one could possibly sell 
a railroad stock, and the bonds have depreciated on an average 
of 25 to 30 per cent in the last five years. The Government 
itself is now charging the railroads 6 per cent, and in this very 
bill the railroads are funding their indebtedness to the Govern
ment for 10 years, with a provision that they shall give a first 
mortgage bond, if it is possible, and if not possible such security 
as the President shall demand, and the Government is charging 
them 6 per cent per annum. And yet some people criticize us 
because they say we are permitting the owners of the roads to 
earn 5! per cent on the value of their property. 

l\1r. POl\IERENE. 1\Ir. President, will the Senator permit me 
to suggest in this connection that notwithstanding the fact that 
the Government is charging 6 per cent interest on the indebted
ness of these railroads to the Government, yet we have Mr. 
Plumb, representing the brotherhoods, going around over the 
counb·y and insisting that if the country were to buy up the 
railroads and operate them under a scheme of Government own
ership, it could be done on a 4 per cent basis? 

Mr. KELLOGG. Mr. President, you could no more sell a 
Government bond to-day, even exempt fTom taxation, to the 
extent of $17,000,000,000, bearing 4 per cent, I was going to 
say, than you could sell a railroad stock. It could not be done. 

Again, it must be remembered that 5! per cent to-day is not 
equal to 5! per cent five years ago. The great inflation of cur
rency and the general rise in prices on all commodities have made 
a dollar very much less in purchasing power. Another thing 
should be borne in mind: This bill does not give the railroads 
5! per cent on the value of all railroad property in the United 
States. It provides . that the commission shall fix rates which 
shall, as near as possible, allow 5! per cent on the aggregate 
value of all the railroads in each traffic district. But if any 
one road receives more than 6 per cent, a part is to be taken 
over and become the property of the Government, and it is esti
mated-and I think with great accuracy-by the best expert 
that this will only leave to the railroads 5! per cent on the value 

of their property. The balance is taken over to the Government 
So that even the 5! per cent is not guaranteed the railroads. 

When we realize that this can not all be paid out in dividends 
and interest, but a part of it must be used for betterments and 
improvements, I am convinced it will be found that the rate of 
return is not too much, indeed if it is not inadequate. 

Some have advocated that the Government guarantee 4 per 
cent on all railroad securities, and make tile rates so as to pro
duce this amount, and take all the earnings in excess of the 
same. But when the Government has to sell a 4£- per cent 
bond at par, exempt from taxation, is it reasonable to suppose 
tllat it could sell railroad securities, subj~ct to State and Ireu
eral taxation, f.or 5 per cent or even 5! per cent? And I for one 
will neYer consent to exempt $17,000,000,000 or $18,000,000,000 
worth of railroad securities from State taxation. 

All these railroad securities are subject to State taxation nnd 
Federal income taxation. What would be said if the Congre s 
undertook to guarantee railroads 4 per cent, 4! per cent, or 5 
per cent and exempted all their securities and property from 
taxation by the States? It can not be done and never ought to 
be done. They should be subject to local taxation. 

I think the Government would save but little, if anything, by 
guaranteeing all the railroad securities of the country directly. 
It would destroy, as the Senator from Nebraska [1\Ir. NoRRIS] 
said, all incentive for the railroads to try to make adequate 
earnings through good service to the public. 

There are undoubtedly many considerations in favor of the 
plan in this bill. The minimum would insure the solvency of 
most of the roads and enable them to pay th~ir fixed charges, 
and the maximum is sufficiently large to leave some incentive 
to better operation. Whether it is enough I can not tell. One 
thing is certain-enormous sums of money must immediately be 
obtained for tl1e purchase of equipment and the furnishing of 
additional railroad facilities, or the business of this country 
will suffer beyond redemption. 

There is no way to get the public to put money into the rail
roads except to make their securities safe and attractive. You 
may reduce the rate of return to the present owners to any 
basis which the Constitution will permit, but you can not make 
a man invest in railroad securities, and from half a billion 
to a billion dallars must go into the railroads of this country 
every year from now on, or the public must suffer. There are 
only two ways of doing it. You must make them safe or the 
Government must buy them. 

Mr. CHAl\IBERLAIN. May I ask the Senator if he has com. 
pared the ratio of losses that the railroads were sustaining \Vb(>n 

they were taken ove1· by the Government with the ratio of los'l~ 
now? In other words, is the annual loss greater now thav it 
was prior to the time the Government took the railroads o,-~r, 
and is it becoming greater? 

l\Ir. KELLOGG. I put all that in the RECORD yesterday ; bl't I 
will say for the benefit of the Senator that when the Government 
took over the roads the class 1 roads were earning an aver
age for the three years of about $905,000,000. They arc now 
earning a little over half of that. The Government is lo ing 
about $350,000,000 a year, and the railroads are not earning, 
as a whole, the interest on their bonds. 

1\Ir. CHAMBERLAIN. Is the greater loss which they sustain 
now due to the increased cost of operation or due to the fact 
that the roads are not getting as much business as they did prior 
to the war? 

Mr. KELLOGG. The business of 1918 was a little larger than 
the business of 1917. The business of 1919 is not quite as large 
as the business of 1917 or 1918. But the business is large to-day. 
The loss is due to increased operating expenses. I went into 
the details of that yesterday, and the Senator will find it in the 
RECORD. 

Mr. CHAMBERLAIN. I am sorry I could not be here to hear 
the Senator. 

l\1r. POMERENE. It is due also to inefficiency. 
1\Ir. KELLOGG. Now, 1\Ir. President, just one word about the 

transportation board. 
The bill creates a transportation board to study the general 

tran~ortation problem and to perform many of the executive 
duties of the commission, leaving the commission to deal largely 
with the question of rates, earnings of roads, and valuation of 
properties. One of the weaknesses of the commission in the 
past has been that it has acted both as an executive and quasi 
judicial body. It should resemble a judicial body as nearly as 
possible, as far removed from political influence as can be, and 
its executive duties ought to be performed by another branch 

. of the service. I do not know that a board of five members is: 
necessary. I am inclined to think three would be better. 1 

If tl1is consolidation pia~ is adopted, and an opportunity U. 
given to study the water and rail transportation and to coor"'J 



1919. OONGRESSION AL RECORD-SEN ATE_. 225 
dinate them, a good deal of work must be performed by the 
boanl, and in tllis regard I am prepared to support that provi
sion. 

l\!r. CUl\llliNS. 1\fr. President--
The PRESIDING OFFICER (Mr. SMOOT in the chair). Does 

the Senator from Minnesota yield to the Senator from Iowa? 
1\fr. KELLOGG. I yield. 
l\!r. CUMl\liNS. I sugg~t to the Senator from Minnesota 

something he may have for the moment forgotten. One of the 
considerations which led the committee to make the board of 
fi\C persons instead Of three WaS that the board Of _transpor
tation has the final word upon disputes between employers and 
employees, and it was thought safer to have a larger board to 
deal with that very important question. 

Mr. KELLOGG. That is quite true; and for the moment it 
had slipped my mind. I did not intend, however, to discuss tile 
transportation board, as it was fully discussed by the Senator 
from Iowa, and I fully indorse his views on the subject. 

One of the important features of this bill is the plan of r _ail
way consolidation, and it contains two propositions: First; per
missive consolidation; and, second, compulsory consolidation 
at the end of seven years. 

On the general principle of consolidations I am of the opinion 
that much can be gained by the amalgamation of the lines of 
road into the principal competitive systems of the U~ted States. 

TheJ;e seems to be some misunderstanding by some Senators. 
This bill does not propose to create regional railroads at all. 
It proposes to take all of the principal lines of competitive 
transportation and maintain them as they are, taking in a -vast 
number of smaller lines which may be said to constitute feed
ers, many of which are weak lines, such as the Minneapolis & 
St. Louis, the Chicago & Great Western, and many others 
throughout the country that I could name. The committee 
felt as though there were some 20 or 35 of these principal 
competitive lines, though I doubt if there are 35. nut thi~ 
consolidation should not be permitted to the extent of de
priving the country generally of competition in the service 
and in permitting the construction of lines of road to meet the 
growing conditions of the country. I am in favor of requiring a 
railroad company, before it undertakes to construct any con
siderable system of road or extension of its road, to obtain a 
certificate of public necessity, but this should not be done to tile 
extent of repressing enterprise, but only to the extent of pre
venting useless duplication of roads built . for speculative pur
poses. Many of the principal roads of the country ha>e been 
constructed by people opening up and de-veloping new industries 
where the old lines of railroad did not care to risk the invest
ment. And that enterprise should be left so that if one wishes 
to open a mine, a manufactory, or a new agricultural district, 
he may build his own railroad, or some ot~er system may build 
it. If you consolidate them all into a regional district, you 
have ended enterprise; and that is why the committee did not 
deem it wise to do so. . . 

Hundreds of millions of dollars to-day are invested in such 
roads, which are prosperous, and which were constructed by in
dividuals und corporations engaged in the industry of this coun
try. Consolidation should only be permitted along the lines of 
natural competitive transportation. Let me illustrate what the 
bill proposes to do. Take the district west of the Mississippi 
River or west of Chicago, running from Chicago to St. Louis, 
down the Mississippi River, and all the country west thereof. 
There are 10 principal lines of railroad......:...the Great Northern, 
Nor1hern Pacific, Burlington, Union Pacific, North Western, 
Southern Pacific, Santa Fe, tile Missouri Pacific-known as the 
Gould System-the . Chicago, Milwaukee & St. Paul, and the 
Minneapolis, St. Paul & Sault Ste. Marie. · 

I think that takes in all of the principal lines of competitive 
transportation. There are many other small roads, some of 
them quite large systems, but, as to every one of them, all of 
the territory which those systems occupy is adequately served 
and competition furnished by the larger systems. · · 

Mr. WATSON. If the Senator will permit me, I think there 
was some confusion caused in the minds of some Senators by 
reason of the fact that certain rate districts were provided in 
the bill, and, further, that certain corporations were provided 
for; and Senators '\\ere inclined to believe that the corpora
tions were to be regional or district corporations, resulting in 
district operation. 

1\ir. KELLOGG. I have already explained what are known 
as traffic districts, and I will say just a word about reincor
poration. 

It must be remembered that there is a limit as to size be
yond which you can not have efficient management, and I 
would not permit this limit to be reached or the principal com-
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petitive lines to be consolidated beyond it. There are some 
lines which could undoubtedly be salvaged-part of the YVest
ern Pacific,- between Salt Lake and San Francisco, which is 
utterly useless, both for competition and local service. But, 
generally speaking, the competitive systems of the country 
should and must be maintained. It is not practicable to say 
that they can be scrapped or sold. No one will buy them 
unless they will pay operating expenses and something upon the 
capital invested. No other company would buy a road if it 
did not earn its operating expenses. You can not tear up the 
Chicago, Milwaukee & St. Paul system, nor the Chicago Great 
Western, nor the Erie. As the Senator from Iowa said, you 
would create a storm that no other act affecting industry . in · 
this country would cause. It can not be done, and they must 
be maintained. 

It is proposed to permit this consolidation only on a basis 
not exceeding actual value found by the commission. To be 
sure, if a road wishes to sell out for less than its value, it is 
to the advantage of the public, and I see no reason why it 
should be prohibited. There are many of these lines of road 
which are not worth what they cost. Their securities are sell
ing on a basis far below their physical value, and I see no rea
son why, if they wish to sell out to a larger system, they should 
not take somewhere near the market value instead of the 
physical value if they are willing to do so. These consolida
tions are to be made after study by the transportation board, 
and this is one of the most important duties of that board. 

Even though we conceded the right of a road to sell out to 
another, it should not be permitted until some board has · 
found that it will not unnecessarily or unduly suppress com
petition to which the public is entitled, and that is one of the 
objects of the board. 

This permissive consolidation is permitted under the follow- f 

ing plan : If two or three roads wish to consolidate, they may 
do so on the basis of value found by the commission, provided · 
they do not unduly suppress competition. They may file a · 
charter with the Federal Government reincorporating them 
as a Federal entity, giving them all the power that they now 
baYe under their State charters, but simply making them a ' 
reincorporated Federal company. That is substantially the. . 
way the banks reincorporated during the Civil 'Var. That is 
the permissive system. That goes on for seven years. It is · 
manifestly impossible to have any compulsory system at present. 

Mr. CUMMINS. May I remark there, simply that it ·may 
not escape the atten-tion of Senators, that even that consolida-
tion must have the approval of the Interstate Commerce Com
mission. It must find that it is in the public interest. 

l\fr. KELLOGG. Oh, certainly. No consolidation of com- · 
peting lines of railroads can be made under the. bill or should 
be made unless the board or the Interstate Commerce Com- · 
mission find tilat it is in the public interest. 

As to the compulsory consolidation, I must admit again that · 
I personally did not think it necessary or wise, although, as 
I shall point out, it has some features which are greatly' in the 
public interest. _ 

The substance of this plan of compulsory consolidation is · 
that the transportation board, after making its general plan of 
consolidation and permitting consolidations to occur during the 
first seven years, will then proceed to enforce a complete system 
of consolidation into not less than 20 nor more than 35 
companies. 

The capitalization of the consolidated companies in stock and 
bonds shall not exceed the value of the property ascertaineu 
by the commission under the act of March 1, 1913. This is to 
be accomplished through a Federal charter and condemnation 
proceedings. The board is authorized to organize a railroau 
company to take over any lines that it is desirous of consoli
dating. The modus operandi would be to orgimize the corpora-· 
tion and to condemn the properties of the companies thus to 
be consolidated, and then to issue and to sell new securities to 
pay for the properties so condemned. I know of no other legal · 
way to compel such consolidation, and the bill provides that 
the same is not to be made until sufficient securities have been 
sold to pay for the properties thus taken. I think the Govern
ment has the power to compel consolidation by the system of' 
condemnation. 

Mr. CUMMINS. May I inferrupt the Senator for a moment, 
though I am sorry to do so? 

Mr. KELLOGG. !.have no objection. 
Mr. CUMMINS. There is power in the board for the ex

change or substitution of securities, and it is believed by those 
who favor the plan that the power of eminent domain will not 
have to be resorted to in very ma.ny instances. 



226 CONGRESSION:AL RECORD-- SENATE. DECEl\fBER 6, 

Mr. KELLOGG. Of course, I perhaps should have remarked 
that if the board comes to the conclusion that there should he 
a consolidation of certain ·lines of railroad it may deal with 
the railroads thus to be consolidated and exchange securities 
in the new corporation for those of the old, and if behind this 
proposed consolidation there is· pow.er to enforce it, I have no 
U.oubt tbat most of them could be a·ccomplished. In fact, it is 
my opinion that we will never use this system of enforceable 
consolidation, and that it will never be necessary to employ it. 

:Mr. CAPPER. Does tbe Senator think the carriers generally 
are in favor of this consolidation feature? · 

Mr. K.ELWGG. I think they are· generally in favor of it. 
I have, however, heard many carriers say that they did not be
lieve in the principle of enforceable consolidation. 

Mr. CUMMINS. As I probably have had more conferences 
with the executives on that point than the Senator from Minne
sota, possibly I can answer that question. 

Mr. KELLOGG. Yes, better than I can. 
Mr. CUMMINS. The railroad companies are, of course, de-

sirous of having such a law as will permit .voluntary consolida
tion; naturally they are~ but so fur as I know they are quite 
opposed to the compulsory consolidation feature, and that is just 
ns natural as the former. Whenever the Government tries to 
do anything with a railway company against its will, it always 
meets opposition, and it bas m€t it in this particular case. 

I agree with the Senator from Minnesota that in all proba
bility during the seven years allowed for permissive or volun
tary consolidation the plan ·which we have proposed in the bill 
:will be worked out; I think. it will be substantially completed; 
but I believe it only because that after seven years there is 
,power given. in the .bill to the Government to compel the con
·solidation which the transportation board and the Interstate 
1Co;mmerce Commission may have determined upoJl. 

Mr: KELLOGG. I think the Senator from Iowa is quite 
right, although I w~s of the i~pression that, generally .speaking, 
railroad · executives believed that the companies should be ron

, solidated into the preSent principal competitive lines. They are 
~ .v·e·ry much opposed to consolidating the big lines of road into 
. one company. ' . . 

· Mr. CUMMINS. I am quite of their op~ion in that regard. 
I think the conSolidations must tak~ place along the lines already 
established, and the bill expressly provides for that. 
. Mr. KELLOGG. It does. 

·, Mr. CUMMINS. For instance, if we were consolidating the 
roads between New York and Chicago, no. one would suggest 
that they should be consolidated into less tp:an five systems. 
Those we have had before us have always indicated that that 
plan, as a gener~l rule~ ought to be followed; that will give 
·competition. to every commw:p.ty that has it now ; and that 
:will recognize the great trunk lines which now exist.. That will 
he true of the West~ as the Senator from Minnesota has said, 
just~ it is true of the East. . . ·1\Ir. KELLOGG. I did not wish to be understood as obJecting 
th that itt an. In fact:. I think the consolidation must take place 
along those lines and in the principal companies which a1·e now 
competing for the traffic of the country, because the country has 
developed with the construction of those natural competitive 
lines of n~sportation, not only competitive between the rail· 
roads but competitive between great manufacturing and agri
cultural and producing districts, so that Cb).eago~ St. Louis, 
San Francisco, Minneapolis, St. Paul, and New York are all 
com.peting throughout th~ United State~ .tor the busine~ of the 
country. These natural lines of competitive transportation haYe 

. ·developed ,with the ~ountry, and i~ !S and must b~ the object 
of the bill to maintam that competitive transportation. 

,: Mr~ KING. 1\fr. President, ~ the Senator from Minnesota 
permit me to make merelr a brief statement as a predicate for 
the question·which I am about to propound? · 

1 Mr. KELLOGG. I want tl? finish as soon as possible; I am 
·nearly through, but I yield tq the Senator. 
r · Mr. KING. What I want to ask the Senator is this: Whether 
lie finds any legal impediment to. the consummation of the plan 
jof involrintary consolidation suggested by the bill?. The Senator 
:knows that under the authorities a charter for a corporation is 
'a · contract between the State and the corporation, and that the 
'stock and bonds which are issued and · held by stockholders or 
(by the public· constitute property. . .Some railroad stocks . an~ 
·b.onds represent holdings in very valuable and profitable com
• panies. Enforced.. consolidat~on · wm compel individuals to 
'surr·endel· ;:;tocks and bonds Which they own in corporations 
~hich ai·e "profitable,~ and .~Will compel them to take stock or 
·oonds in -some'-'ci>nsolidated company. i . Ml· .. CUMMINS. No. . 
1 Mr. KING. The: Senator from Iowa [Mr. Om:!Mms], sotto 
~P<:_<:, says no! I suppose he means by that j;hat the power ~f 

eminent "domain will .be invoked and those individuals will be 
paid in cash ·ror their holdings, and they will not take stock 
and J:?onds; but the point I am trYing to get at is this: Does 
the Senator think that it is entirely constitutional to compel 
these- rorporations existing now under State· laws-some of 
them being profitable-to disinrorporate and come in under 
Federal charters and to dispose of their holdings to some other 
rorporation? -

Mr. KlpLLOGG. Mr. President, l do not think it would be 
constitutional to do that, nor do I think any such thing is in· 
tended. The ix>wer of the Federal G<Jvernment tmder the com
merce clause of the Constitution is supreme--

Mr. KING. It is supreme to regulate. 
Mr. KELLOGG. Except as it is limited by provisions of the 

ConstitUtion against taking private property without due process 
of law and in regard to the protection of personal and property 
rights, the means by which that regulation is to be carried out 
is entirely in the judgment of the Congress. Under the Con· 
stitution its power is supreme over all the power of the States. 
I have, therefore, no doubt of the constitutional power of the 
Federal Government, first, to take over all the railroads. to 
condemn them, and to pay for them and liquidate all sto-cks and 
bonds; and, second, to sell them to private ownership, for if the 
Government may buy it may also sell. I should doubt the 
power of the Congress simply to -direct the ronsolidation ot 
lines of railroad now exiSting without some such machinery. 

1.1r. POl\!ERENE. Mr. President, may I suggest to the Sena
tor from J\.finnesota also that in addition to the power to regu
late commerce the Federal Gov.ernment has the power t() 
establish post offices and post roads? 

Mr. KELLOGG. Yes; the power in that respect, of rourse. 
is plenary, so far as the rommerce clause of the Constitution is 
concerned. 

Mr. KING. I hope the Senator will pardon me for ju t one 
moment. • 

Mr. KELLOGG . . Yes; though I have not yet answered the 
Senator's question in full 

Mr. KING. Excuse meA 
Mr. KELLOGG. There miglJ.t be some question with regard 

to authorizing a railroad to take over a competitor line as a 
whole while the competitor is owned by private individuals, its 
stockholders; and it may be that there may be difficulty in 
working out this proposition by reason of the fact that the Gov
ernment must obtain the money \vith which to pay for the 
roads before they can be consolidated; in other words, that the 
stock, bonds, or securities of the ronsolidn.ting companies must 
be sold and the money procured in order to pay for the proper
ties before they are condemned. 

It may be said that if the Government sells the securities 
before the properties are condemned it therefore is not the 
owner of the corporation condemned. That, I should think, is 
the only legal qu~on involved in that case at an. The power. 
however, of course, is ample; and if this bill is unworkable in 
that regard, Congress has the power to change it. There is no 
doubt about the power of Congress to condemn two railroads, 
combine them, and sell their securities. 

Mr. STERLING. Mr. President1 will the Senator permit me 
to interrupt him? 

Mr. KELLOGG. Yes. . 
Mr. STERLING. The statement just made by the Senator is 

a pretty broad one. I wonder if the Senator means that that 
shall also apply to roads whose business and whose lines are 
wholly intrastate, whose business is not-interstate? 

lHr. KELLOGG. I do not think it would apply unless such 
roads are engaged in interstate commerce; I have not made 
any such statement; but I doubt if the Senator would find a 
railroad in the United States-there may be a few-not engaged 
in interstate eommerce. It would not, however, apply to purely 
intrastate property. 

Mr. KING. Mr. President, if the Senator will pardon me, I 
can readily perceive that the Fede.ral Government would have 
the right to condemn property which might be needed for the 
Federal ffi>vernment's use, but it seems to me that the ~ederal 
Government would have no right, that it would be a usurpation 
and abuse of power for the Federal Government to condemn 
property merely for the purpose of g~tting title to it in order 
that it might sell it to somebody els~. I can readily perceive 
·that the Federal Government might condemn for its own use, 
and yet it would be an abuse of authority for it to use its power 
to authorize somebody else to condemn in order that a corpora
tion might acquire the property of somebody else. 

Mr. KELLOGG. I do not agree with the Senator. I think 
the Q{)vernment has that power. I may be an extreme Feder
.alist, but, in my judgment, it has that powei. 'The Senator, 
o:f c9urse, has to reach his own conclusion. I realize there are 
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some objections to this plan, and I am anxious to have every
one consider both sides of it. That it is necessary if we are 
going to have strong competitive lines of railroads that there 
should be some consolidation with the weaker lines, I am thor
oughly convinced, and they will be more capable of competing 
for the business of the country. 

1\-lr. CUMl\llNS. Mr. President, may I interrupt the Senator 
for a moment? 

~lr. KELLOGG. I yield. 
1\Ir. CUl\11\fiNS. I should like to suggest to the Senator from 

Utah that our power to regulate commerce among the States 
is a \ery broad one, as he undoubtedly recognizes. No one 
questions that under the power to regulate commerce among 
the States we can authorize the incorporation of a railway 
company. I assume that has been very well established. If 
we can authorize the incorporation of a railway company "for 
the purpose of doing interstate business under our power to 
regulate commerce, it seems to me to follow almost inevitably 
that we can authorize that company to acquire the property 
which it must have in order that it may carry on interstate 
business. But I did not rise to discuss that particular . ques
tion; I only :want to say to the Senator from Utah that all the 
lawyers, so far as I know, who have appeared before our com
mittee representing the railway companies, while somewhat 
disturbed with regard to the process of compulsory consolida
tion, agre&-1 do not remember a dissenting voic&-that the 
Government of the United States can, in its exercise of tho 
power to regulate commerce, condemn the property of a rail
way company already engaged in interstate commerce and 
chartered under the laws of a State. They all agree, so far 
as I can remember, that the power which the Government can 
exercise itself and for itself in that respect can be conferred 
upon a corporation organized under the laws of the United 
States. If I am not right in regard to that concurrence of 
opinion among the lawyers representing the railways, I hope 
I will be corrected by the Senator from Minnesota. 

1\lr. KELLOGG. ~r. President, no lawyer who appeared 
before the committee or with whom I have talked has seriously 
questioned the constitutionality of a law which prescribes a 
system of consolidation of railroads, and it is my opinion that 
such a provision is constitutional. As I have said, some of 
them seriously object to it on val'ious grounds ; and it may 
perhaps shock the sensibilities of men to say that a road 
which is poorly constructed or badly operated and not earning 
a good income shall be taken and a consolidation enforced 
with a prosperous road that was wisely constructed and is 
well operated. It may be that such ·consolidation will tend too 
much to deaden the enterprise of the prosperous and efficient 
roads in the country. l\1y own judgment is that we will never 
have to resort-! doubt if we should resort-to compulsory 
consolidation. 

l\Ir. KING. l\1r. President, is it not somewhat of a shock 
also to follow this bill to its logical sequence, which would 
result in the affirmation of the doctrine that no State shall 
hereafter-that is, after the passage of this bill-have the 
po"·er to incorporate a company to engage in interstate com
merce? 

1\lr. KELLOGG. I do not think so; I do not see any reason 
why the Congress should not provide for the incorpQration 
of interstate railways. "'e must remember that at the present 
time probably 85 per cent of the business of the country is 
interstate commerce. 'Ve have ceased to be provincial in any 
part of the country. ·what John Marshall foretold nearly a 
hundred years ago bas come true: The products of the remotest 
parts of the country are used in every other part; the great 
wheat-producing and cattle-producing valley of the Mississippi 
is necessary to the life of New England and of California; the 
fruits from the sunny land of the Pacific are used everywhere,; 
coal is transported to all parts of the country; and the very 
life of the people is dependent upon transportation all over 
the United States. The time has passed when railroads can be 
governed or controlled by any local or domestic conditions, 
because the great transportation of the country is interstate. 
I do not wish to build up the power of the Federal Government 
and extend the supervision of meddlesome, stupid boards over 
all the business of this country; not at all; it should ·not be 
done. I am desirous of maintaining the State commissions and 
State authorities in their police regulations, because they are 
at the door of the people and they can reach them ; but it 
is impossible, in all respects, to have the great transportation 
systems of the country controlled by 48 separate States; it 
can not be done. I do not wish, however, to have the railroads 
managed by great central bureaus from Washington. I have 
seen too much of that in the last two years. 

Mr. CUMMINS. Mr. President, if the Senator will pardon 
me once again, I want Senators who are here to bear in mind 

that the objection just mad(} by the Senator from Utah is not 
to the consolidation feature of this bill. If the objection is 
well taken-and we can consider that hereafter-it relates to 
an entirely different part of the bill, namely, the one which 
requires the consent of the Interstate Commerce Commission 
before raih·oads are constructed. I do not want to get the. 
consolidation section unduly mixed up with that proposition. 

Mr. FRELINGHUYSEN. Mr. President--
1\fr. KELLOGG. I yield to the Senator. 
Mr. FRELINGHUYSEN. I should like to ask the Senator 

this question: Providing the constitutional objections are over~ 
come, is it not true that the efficiency of the transportation 
systems will be greatly improved and the transportation sys·· 
terns more economically managed by consolidation than other
wise? 

l\Ir. KELLOGG. To a certain extent I think that is true. 
Beyond a certain degree I think it would be inefficient. I think 
all the great principal lines of transportation should be man· 
aged in separate companies, as this bill proposes. 

l\Ir. President, I do not wish to be understood as objecting to 
Government regulation. For many years I have been in favor 
of regulation of the issuing of securities, and I think it would 
have prevented many a scandal in our financial history. I 
recommended it more than 10 years ago and urged it upon the 
Interstate Commerce Commission. I, of course, realize that 
rates must be regulated, and service must be regulated to some 
exte~t, .but we must not go too fur. This bill, I think, goes to 
the hm1t. It not only regulates the issuance of securities and 
rates, which, of course, must be regulated, but it practically 
fixes the wages of employees, regulates the securities which are 
to be issued, takes away the percentage of earnings above 0 
per cent, and gives the power to route traffic; and, in my judg
ment, while many of these provisions are wise they go as far 
as I am willing to go in public regulation if the competitive 
system is to be maintained. 

1\Ir. President, I do not expec-t that these consolidations will 
produce as uniform a system of earnings or uniform earnin'"" 
capacity as the Senator from Iowa does. I think they will 
very greatly aid in equalizing the earning capacity of roads and 
together with the permissive pooling, which must be done ~cler 
the Interstate Commerce Commission, will go far toward secur
ing these poorer systems which need help. I do not expect 
however, that lines like the Chicago, :Milwaukee & St. Paul' 
reaching from Chicago to Milwaukee, St. Paul, Portland and 
Seattle, a great transcontinental system which to-day i~ not 
earning the interest on its bonds, can consolidate so that it 
will have the same earnings as the Union Pacific, which i::; ~ 
·earning $17,000,000 surplus over its fixed charges. The l\lilwau
kee should have fair and reasonable rates, its share of what will 
produce a fair return on all property in the district, and it 
~ust hustle for business, improve its seryice, add to its earning::J 
m that way, and get what it can. The object of thi.s bill is not 
to take from the Union Pacific and give to the Milwaukee 
although that might go much further toward equalizing earn: 

· ings, but it is to take the surplus over and above what · th<~ 
Congress believes to be a fair return which the Union Pacific 
should earn. While I am willing to admit that there are ()'rave 
objections to that, that is the plan provided in the bill. b 

There is one advantage to be obtained by the system of Fed
eral reincorporation and consolidation provided for in this bill. 
There is a pr~vailing idea throughout the country that the rail
roads to-day are enormously overcapitalized and that the public 
has been paying excessive rates to pay dividends on watered 
stock. This system of reincorporation and consolidation pro
poses that the capitalization shall be on the basis of valuation 
by the Interstate Commerce Commission which was provided 
for in the act of 1913, a.nd that herea.ftei" no stock shall be issued 
which does not represent money or property for the face value 
thereof, and that the issuance of bonds shall be under the con
trol of the commission. When this is done it will settle once 
and for all that question, and there will be an ascertained value 
·Of the property on which to base the rates of income of au 
railroads in the United States, for, after all, the value of the 
property _devoted to the public use must be the controlling factor 
in making rates. It is all right to say that a reasonable rate 
should be fixed without regard · to the value of the property 
devoted to the public use, but that is not done a'nd never will be 
done, and as Congress has no power to fix a rate which will 
deny to a carrier a reasonable income upon its property, that 
value should be, in fact must be, determined. The valuation 
by the commission will be completed in a couple of years more, 
and in the meantime the commission may use all the information 
at its disposal in fixing the fair value of the roads in each 
district. There is no doubt that some roads are very much over
capitalized and some roads are very much undercapitalized. 
As a whole, from all the information I can gather from talking 
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with members of the comrn.Lssion and from my own. experienceJ to risk the investment in constructing lines of transportation 
tile total value of the raill'oads in the United States thus found into the country before it was settled. Most of these roads 
will not be less than the present capitalization, stocJ4and bonds. have been tlll'ough the hands of a receiver one, two, or three 

I ask to have printed in the R:tooORD, as Appendix G, a.s a part times, and the water which was originally in the stock has been 
of my remarks, two statements showing the book valuation squeezed out, and in some cases the value of the property now 
and the capitalization-stock and bonds stated separately-Qf exceeds the capitalization, while in other cases, of course, the 
all railroads in the- United States-ctasses 1, 2, and 3-together capitalization far exceeds the vnlue of the property. I think, 
with a letter from the secretary of the Interstate Commerce however, the time has come when the interests of the railroad 
Commission explaining the same. and the investor require Government supervision of the 

These statements indude the capitalization· and book value issuance of these seeuriUes, in order that they may inure to the 
of all the railroads, while most of the statistics of the commis- benefit of the investing public and will prevent some of the 
sien are made up on the basis of class 1 railroads. I believe gross scandals which have occurred in railroad financing as 
that the class 1 roads in 1917 yielded, however, from 95 to 97! well as in other financing. There is no danger at this time of 
per cent of the operating revenue and covered 89.52 per cent of any such financing, because yon could not sell railroad securitie 
the operating mileage of all roads. at any price. But when prosperity returns to the roads, it is 

Furth-ermore, these statistics do not show the money borrowed wise to have such regulation. 
by railroads and carried in short-rerm notes as unfunded in- :Mr. FRELINGHUYSEN. ML President--
debtedness,. so that the capitalization is really somewhat la.Irger The PRESIDING OFFICER. Does the Sena.tm.· from ~linne-
than these figures. sota yield to the Senator from New Jersey? 

This capitalization is also made up by ex.cluiling all duplica- Mr. KELLOGG. I yield to the Senator. 
tions of stocks and bonds; that is, where one company is hold- Mr. FRELINGHUYSEN. I should. like to ask the Senator if 
ing the stocks and bonds of another the stocks and bonds so he believes that the stock-jobbing exploitation of the Rock Island 
held are excluded. It is only the stock and bonds in the hands could have occurred if this provision bad been in force at that 
of the public that are here given. The total capitalization of time? 
all the railroads on December 31, 1917, was probably about Mr. KELLOGG. It could not; nor of the Alto11, nor of some 
$17,000,000,000 and the book value about $1S,500,otlO,OOG. other roads with which I am familiar. I was employed by the. 

Mr. KING. Is thll.t classes 1, 2, and 3, or just class 1? Interstate Commerce Commission some years ago, if. I may be 
' Mr. KELLOGG. That is all. railroads. pardoned for mentioning it, to investigate the Alton when its 

Now, it is contended that the book value is not a fair basis. capitalization was raised in a short time from abou.t $24,000,000, 
It is not. of course. In the case of some roads the book value to over $100,000,000-my recollection is to about $120,000,()()()
far exceeds the value of the roads. In respect of other roads without ad(}ing more than $20,000,000 to the real value of the 
it does not. The capitalization probably would be a fairer property, to the real investment. That could not occur under 
estimate of the value of the property, because many of the this provision 
roads which issued stock in the early days without any value I may be mistaken in this, but my recollection is-and the· 
have been foreclosed and reorganized. cl1airman will correct mg if I am wrong-that all of the State 

The water has been squeezed out during th~ last 40 or 50 commissions approved this plan. 
years, and additional capital has been iavested. Some roads Mr. CUMMINS. I think the Senator is right about that. It 
have never capitalized all they nave put in~ For instance, the is one of the few phases of the matter upon which there is prac
Burlington has a book value of about $475,000,000, which I do tical unanimity among State commissions, so far as the enlarge
not thl.nk. ia excessive. Its stock and bond issue is about ment of the Federal power is con.cerned. They are rather slow 
$275,000,000. It has followed. the. policy of not capitalizing nll 1 to concede that enlargement, but. as I recall it, the national 
of the money put in. Many other roads are in the same condi- association of State commissions and State utilities bodies has 
tion, o I should say tlmt the capitalization is more accurate more than once passed a resolution providing for some such 
than the book value; but in all the statistics which I have fur-. plan as is provided· in the bill. 
nished to tlle Senate I have used book value, because it is on that Mr. FRELINGHUYSEN. Mr. President, I might .add tha4 
basis that the commission has made up many of these statistics. in addition to that, the United· States Chamber of commerce 

1\fr. POl\IERENE. Mr. President, is it not a fact also that took a referendum vote upon this· question, and it was carried 
thr()ugh the process of these receiverships many of these roads by a lar~ majority, with very few votes in opposition. 
have been bought in at very much less than their actual value? Mr. KELLOGG. Undoubtedly there is neces ity for such 

1\Ir. KELLOGG. Oh, yes. Take the Chicago Great Western I legislation, and, as I said before, some years ago I urged it 
Railrond, whieh went thl;'Ough the hands of a receiver a few years upon the Interstate Commerce Commission after the investiga
~O'Q. It was recapitalized when it went through the hands of a tion of the Alton. and my recollection is the commission recom
receiver for much less than it was before, but I think much more mended to Congress a uniform system. The House passed the 
than it was worth, ancl since then its capital has been cllarged bill, and I think the Senate committee approved the bill. But 
off until I was inf.ormed by the president the other day that it I am not sure· about that; I was not in the Senate at that time. 
is now charged down below what the commission probably will Mr. CUMMINS. The Senator is right 
find its actual value to be and certainly below what it could be Mr. KELLOGG. One of the most important featru·es of this 
built for to-day; but there are others, like the Missouri, Kansas bill is the provision for creating regional boards for adjusting 
& Texas, which have a book value of $100,000 a mile, which is the disputes between. the railroads and their empl.oyees and the 
absurd on its face. So, I say, this bill does not propose to take , prevention of conspiracies for the purpose of hindering and de
those values, or stock and bond values, for the basis of rate laying interstate transportation. These ace sections 25 to 3~ 
maldng. It proposes to take the value which the commission inelqsive. It is unnecessary for me to discuss the details of the 
shall find from time to time in each rate-making district. plans for the adjustment of wage disputes. Such provision is 

~ow, I wish to say a word about the Government control of absolutely necessary, and the only question is the formation ·Of 
issu::mre of securities. · such a tribunaL I understand this movement meets generally 

It is proposed in this bill, section 24, that the issuance of an tfie api>roval of the employees~ so far as the general con true
railroad securities shall· be under the control of the board of tion Qf the boards is concerned, though I belie\e there are some 
railway transportation. It is perfectly evident and · conceded changes recommended so that all employees, including unorgan.
by the States that the issuance of railroad securities can not ized em})loyees, may be represented. 
be left to the conflicting laws of various States. For instance, Mr. KING. :Mr. Eresident--
the Milwaukee road would have to obtain the consen4 on terms The PRESIDING OFFICER. Does the Senator from 1\limi.e4 
fixed by the State, of a dozen States, in order to issue any · · sota yield to- the Senator from Utah? 
general security upon its property. The same condition, to a Mr. KELLOGG. · I yield to the Sellll.tor. 
great er or less extent, e..'tists as to all interstate roads. · It is, Mr. KING~ I have wondered, in reading the bill, whether 
therefore, proposed to place this under one Government board. the committee, in. the consideration of this branch of th.e bill, 

While the railroads should · be given sufficient latitude to took into account the proposition that the public perhaps should 
place their securities on different rates of interest and income, be represented upon these boards. As I recall the pro't ision 
iliere should be some governmental authority to prevent the now being discussed by the Senator, there are four members to 
abuse of thls power as it has existed in. the years past. I be selected from the employees and four from the representa
realize~ of course, when the country was new and men were tives of the corporations. 
lmilding railroads ahead of civilization, that secmities could In view of the fact that there is so much goY"ernmental su~ 
not be sold except on a speculative basis, with an opportunity pervision here, and the theory of the bill revolYes around the 
to mah.-e more tlum an ordinary rate of interest. I saw the central proposition that the interests of the public are para
first mile of railroad built west of the Missouri lliver. That mount, did it not occur to the C<JIDmittee that perhaps the in~ 
great eoliDtry has been de'\eloped by men who were \\"illing terests of the Government would best be subserv.ed if the per-
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sO!IIDel gf this board should be cl-anged osom~n± nnd ihc 1Jttb
lic be represented? 

l\lr. KELLOGG. It did occur to the committee and was dis
cussed at consider:able length. The committee provided for 

en~oy happiness 'Rnd prosperity, free i'rom the menaee of 
domestic disaster, induced by jndustrial differences of far
reaching effect 

renrc e-ntation on the :Part of the public on the transportation ..APPENDix A. 
boRil:u. In other w.or<ls, no :find1ng of these boards affecting 'Praj'fi:e railways of Class I. 
wn:ges and worh-ling conditi-ons can be put into force without Tcw-miles l(reTerrUe 11.nd monr~nue) : 
the approval of the transportation board. It was thought that Test period average <W1!5, 1916, 1917)-------- 36::3, 538, 162, ooo 

Year Hl17 ------------------------------- 427, 341 924, 000 
the pnblic interests wouid be protected by that supervision. Tear 11918------------------------------- 434, 99-i, 928, ooo 
Oi cours~ it is imp@rtant that tlle railroads .on the one han-d Year 1918 "to Oct. 31 ________________ 367, 802,998, o 
and the employees 10n tile other 'should not fix UbsQllltely the i;~~et~ i~~c~~~-rillis~-:Pir-ceirt==----_-_: 328

• 
7
!ft, 

00\~~ 
bm·dens which are to be placed on the public in the nature .ef Y.c.'lr 1919 (estimated 1>n 10 months' results)_ 38£, S£8, 148, rOOO 

tr.an portati:o:n charges. I Pnss;nlsf~i~1l average (1915, lll16, 1917)_____ 34., 286, ~tm. 000 
::Mr. t3TA .. i"\LEY~ l\lr~ P.resident-- '5."•en.r ll~t7 ----------- 39, 480,1:97., ,000 
The .PRESIDING OFFICER. Dves the Senator from "J.linne- Kienr 19!1'8----------------------- 42, 605, 9U2, <OfiO 

sota ;rield to the Senator from K-entucky? Tear 19181to Aug..~---------------- :28, 79a_ 34:2,<000 
MT~ KE!LL0GG. Yes,· I yielCL Y,ear 1911) 'to Aug. 'a1---------------- :00, ill3~ '9fi5, <000 iln_crease, 1'9.1.9 over 191&, per eent________ 6. 3 
.1\'Lr. ST.AJ'\LEY. Does itbe rl:glrt inur.e to the .b0axd exe~ Year 1..fl19 (testimated un 8 manths' ;resuJts)__ 4.5, 290, 074., ooo 

in cases wilere there is a division of opinion in the co-mma..t:'tee Ton·tniZes '(reve1llUoe ana r.onreven~e) oT 'f'tn1toay& ~f '(]Zan I. 
on w.ages nnd working -.conditions! ..Is the .. approv.a:I nf the · :ouxa .l} mooths' ;p&joa ended nee. ill, ~91.7 ____________ .:.33, G22, ·53:5, ooo 
still !l'equ:isite! 9 months' petiod ended Dec. 31, 19_1_8 ___________ .343, £81,.555, .000 

Mr . .KEUIJOGG. lt is ~11 requisite before ·they 'Rl'e put int-o APPE;;IK .B. 
farce. 

J: 'Uilderstnnd this ovement meets the ap~nl genemlly of !FeilroJl earnin:JS eompar.za -wfth 'CDTporate fi:ud eharges, 9 mrmtM to Bepl. ffJ, 1919. 

the e.mplo~s and employees. :But the !f-eature "'vbi& 'l:S to-day :ru:cAEirnL~TJOIT. 
tlle strong center of discussion is that which_prevents.conspimcies : l Not oper- • 
nnd itlie-UJLS .of railroads bar what ;are commonly .k.now.n as mikes. 1 

' .Miles ating 
Under our industninl and eivi:c organiz-ations, w-ith l.Brge rities Distrlct. operated. :inCOlD9 

and .manufa.etnring eeE.tei:S as f!rut.~ers, and W.iae expatlfie of 0~:=\. 
FiKed 'Balance 

char:ges for ' -over :fure:l 
ll&iod. .obsrges. 

agtienltunall country producing :necessa:des .o!li:ife, lthe daily up- 1 -----------1-----1-----+----l---
eration of the transparta.tion -s,y.stems of the country is ~t nnly 
necessary t<> prosperit;y liDt it Js necessary to t1re Jlv.e-s 'Of fire , 
people of fthis country. If they were to be stopped 1foT :any <eun- ' 
sideruble 1en,oth of time, :tor any ea;use, 10ur sy~em .of md.ustria1 ; 
erganizatian ana diti.e :00nte:rs must be aband!l)n:eil ;and the . 
~eep1e resor.t to the wimitive mGde of lif~ • .\Vhere ~ch mnn ~ro- , 
duces the necessaries ;sn'fii:cient 'far H:lis existence. 

I belie"V.e.t :<Of course, lin tthe principles ,of personal l1be1±y -een
trunea in lthe Jrill of Rights abo:ve n'll other guaranties eanceived 
by the minds of men. .I believe .those principl~ guaranteeing 
mcnv:· dual ..hl>eriy, th.e Tigbj; to Jabm· and to enjoy its fmi~ .f.he 
right to home and property, to religious lbcliefs, mld fi-eedam Df 
speech and :action, to l>e the ~eat principles on ·which .our VBI'Y 
Government and civilization depend, for whioh .our KRee 'Stru,g
gled for IllOl'e Dhan 600 years. I ·wollld ·not imperil those 35.g'}llts 
for any material adv..antages, 'but, iUJlder -the modern ~F&em o! 
tr.n.nBportation ;and communication, wher.e .the neeessruries !pro
B.need in one part otf the country 'support life ,in another, -where 
men in all parts of ·the co.untry .and the world mny communi- ,. 
cate with ~ach other· and act -under co.mmon .d.mpuJseg ·and tby 
:!ommon agreement, the <Government in the past lms been cron
pelled to st-ep in and prevent monopoly and restraint of traue by 
comblnatWn.s, in order to J)l'Otect :t'bfe people in their rniliwdua1 
rights. Aind I do not Jmow of aD,iV reason why rury cla-ss of -penple 
a;hould not be problii.).Ked from conspiring or .confeoerating to 
paralyze the transportation of the country, to stop the wbeels of 
rnftustry of the country, and to overthrow our Government, be
~ause, 1f any class of men ·ma;y -do one •Of these 'fbings, we :may 
find them in the halls .of Congr.ess, as we ha:ve done, rdemaniling 
the Bllactment of laws under threat .of -starvation of the public. 

I am not unsympathetic with the rights of iubru-:. As fll.e 
ehahwan of the -committee -said, I ·kinow what it means t<> !J.aboo-. 
1 earned :my own liv.ing from the time J: was .13 years o..t age. 
I fixmly beliere that labor should be well paid, prosperous, 
nnd happy, and families well educated, •so that they will JJ~ome 
good citizens, because upon their pr-osperity, their stability, their 
intelligence, rests the hope of the Nation. 

The farmer's boy, the laborer'.s .son, must have before him 
the hope of the highest 'Places in industry and in civic life. 
The ·e .are the mainsp.r.illgs which make :a .great progressive 
civilization. I am opposed to taking fro~ them the right and 
the hope that every man may benefit by his own ingenuity, his 
enterptis~ his brains, and his capacity. I would not allow 
anyone to level' or attempt to level ·all human endeavor. The 
e:xploileil Theory otE the $Oeialists undertakes to do tha~ While 
I helie~e in colleetive ·bargaining alll.d the protection of labor, 
the time has come in this country when we !have to determine 
whether this Government is by all the people or by any class of 
people. It is in the interest of labor. It is in the interest of 
the great masses that they should ha;ve the ow.ortuni1;y to reaeh 
higher and better positions. That hope should always be hcld 
out to tfuem by the Government by protecting them in their 
rights. 

I am anxious to welcome the time when antagonisms between 
la·bo-r a-nd capital disappear, so that the Ameriean people may 

"Roads.sho~ .balances: 
'?5· 008, 865 

\Eastern ilistriet, 23 roads ..... 18,052.65 162, 318, 180 :S32, 600, J>85 
Southern .district, 12 roads •• 12,693.6.3 35, 716,1'58 24,061,924 11,654;,231 
Western dist:ri'dt, 22 roads .... 52,822.10 140,900,,353 74,118~211 '66, 7F:l, 142 

Tatal, ..... 7:roails_ ... _ .• ~·- ~.561:78 .211,625,377 100,493,815 ' 1ll,l32,'052 

noaas sho~ deficits: 
Eastern Uis.trict, 42 roads_ •• ~,14.7.'12 112, 291, oJ04 '129,199,'205 .1'85,"907,8!)2 
·Rauthern district;, -23 roads .... 80,292.43 19,275,888 Jfi, &13, 95i 1 ~,538,095 
Western distr.ict, 43 roads .... 74,946.03 65, 790, '182 ~24 .. 134, 880 1 "5B,34ll,il9~ 

-'Total,l08Toads.. .•. -· •••• .' 1Jffi,388.18 1..27, 357, 77'1 295, 14B, 040 . ~ 1Ji7, 'MI,.296 

Nat total: 
Eastern:illspi~t. 65 roads.. .. _ 58,19.9._77 · ~37,300,-270 191,1517,385 '1 54,217.,1U 
Sonthern.ffisttidt, 35 roads.. 42, 985.05 54,992, 0:15 65,_&75, 878 1 10,~, Bl% 
WllStern district, 65 roods....-, 3.27, 768.13 .206, 690, 885 198, :M8, 091 .1 s, 412, 7U 

Total,l65:roails ....... - •.• ~,953.:96 ' .398,988,151 

1 Deficit. 
'NoTE.-''Net opamting in.cm:na-" is the oalanoe of oparsting revenuesaiter~ 

oiuperating rexpenses, taxes'Uhsrgeable to railway operation, equipment, and joint 
iacility ...teDtals, .and.Js taken from .the m.on.thly .r:e.turns DI .the .ro:1ds .to .the .Inier:itate 
Commerce Commission. The entries under "fixed charges" are based upon returru 
for the year 1918. They comprise inteltest on .funded and unfunded debt, rents for 
Jease of .ro.a.d, .corporate ..and .speci.al war .taxes .nat .ch.ru:geahle to .rallw:a.y o.para.ticw., 
expenses of maintaining corporate org:mimtians, and other income charges for the 
eone»t-year. Neither dividends 'llor lap-over accounts with the Ra-ilroad Admin& 
tmtilm relating to -earlier years are included. Actual fixed charges for 1919 mn ·oa 
m.mewhat greater than indica tad .by thooe ftgnres, and the oola.ti:va ability o! the raii
way companies to meet these charges somewhat les3. "1Bala.nce over .flxaft elmrgas" 
re]lresents the tmlonnt available for dividends, for appropriatioru, and for surplus. 

'EASTERN :DI.STRICT.. 

Net 
?.files operati:n6 Fixed Balanuo 

"Road. 'Operated. · mcame charges overfu:ed. 
(Federal 1orpetiod. 'Charges. 

Dperation). 

.Ann _&rbor .. --· ............. · ··---~- 301.12 $393,"893 $283,148 .$llO. 745 
Atlantic & Eft. Lliw.rence .. ·- .: 172.11 17ll,407 H7,597 11,129,001 
Atlantic City .. _ ..... ___ .. _ ..... ·-·-·- 177.01 8TI,463 ~586 lla,~~~ Baltimore & Ohio ............... 5, 151.66 3,118,338 1G,573,100 
Baltimore, Chesa~ke & ..M-

1antic ...... - .• - ·- 87. fi1 1 36,784 114]004 lJ.51,.3BS Bangor & .Aroostook::.:::::::::: 632.85 46,863 799,382 ] 752.,5ti 
Bessemer & !Lake Erie ............ 217 .. 25 2,354,661 1,9M,562 . 400,099 
J3oston k Maine .. ·~ .... _ .... ·--· .. 2,253.61 .3,303, 856 oJ4~,472 1 '3,ll3~ 616 
Butmlo & Busquehanna Cor-

<po.nrtion. ·- .... _ .. ____ ... _ ........ 2!)fi..W 1 252,523 ..EtB,o:n .li)OO, 601) 
'Bnllalo, Roahester .& .Pitts· 

burgh ................. _ ...... ·--.~ 53ll.J3 1 74:6,403 lJ '79l,Dl3 .1 2,53\318 
Oentml New J!lngland ... ···---·· 30LSO 1106,989 6U,430 .1 73~,419 
Central R. R. of New Jenrey .•.. 685.02 1,9,10,1165 4,125,903 12,18 ,1~ 
Oentrnl Vermom .. - ·········--·- 41LJJJ 1716,634 533,613 l]J30D,247 
Ohi~ .& E:astm:n Illinois.~~·- 1,13L46 1742,921 3J "29l,2Sl l-4,036,202 
Qhlcago .& :&-ie.... .. ·-- ·- ... -~ ·---- 269 • .56 281.787 484,267 l2D2,48l) 
Dhit!ac"', Indian.apo1is & Louis-

ville..._- .... ·-.·----·· ...... ·--·- 657.()6 (02,510 ' 845,.216 J 242,:Z0i; 
Qhicago, Terre Ramo & South-

eastern .... _ ·- ... ·- ......... ·- __ ·- 374.18 1213,151 il79J 643 ' J 792;1!).1 
Oinc.innati, ldlbanon & North-

ern ___ .... ·-_ .. ·-·-_ .. ·-·&- 76.J.7 126,10G 82,167 1i103~Z73 
Cincinnati, Indianapolis 

Western ......................... 321.-68 '1 SS7,1Nl 1-55,271 .t~.ftl.l 

1 fieficit. 
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Federal eat•nings compared tcith corporate fi,zed charges, etc.-Contd. 

EASTERN DISTRICT-COntinued. 

Net 
Miles operating Fixe:l Balance 

Road. operated. mcome charges over fixed 
(Federal for period. charges. 

operation). 

Cincinnati Northern ............ 251.60 $363,384 $67,113 $296,271 
Cleveland, Cincinnati, Chicago 

5, 732,322 & St. Louis ................... 2,395. 77 10,216,706 4,484,384 
Cumberland Valley ............. 163.65 281,191 180,013 101,178 
Delaware & Hudson ............ 875.01 1, 754,693 3,933,544 12,178,846 
Delaware, Lackawanna & 

Western ...................... 956.04 8,697,020 5,50-t,565 3,192,52G 
Detroit & Mackinac ............ 381.90 1112,405 83,721 1196,125 
Detroit & Toledo Shore Lin;) .•. 61.90 795,398 137,743 657,655 
Detroi~ Toledo & Ironton ...... 456.41 1479,233 119,955 1399, 18:) 
Elgin, oliet & Eastern ......... 82~. 52 3,015,851 1,817,843 1,198,011 
Erie ............................ 1,989.12 1179,252 10,709,825 l 10,889,077 
Grand Rey:ids & Indiana ....... 569.93 361,222 490,396 1126,17-t 
Hocking alley ................. 350.~ 1,433, 915 1,046,477 387,433 
Kanawh~ & Michigan ...•••..•. 176.60 132,532 301,364 1168,832 
Lake Erie & We>tern ........... !)02.95 138 022 655,131 1693,153 
Lehigh & Hudson River ........ 96.60 235:~3 149,045 86,158 
Lehigh & New England ........ 231.25 580,525 368,663 211,863 
Lehigh Valley .................. 1,435. 94 2, 762,501 5,592,630 2,~,~ 
Long Island .................... 398.38 2i980' 730 2,237,645 
Maine Central .••..•.•••..••.••• 1, 216.16 991,743 1,486,980 12,478:723 
Maryland, Delaware & Virginia. 82.62 140,078 116, 79J Hi5,877 
Michigan CentraL .............. 1,~:~ 12,453,062 4, 782,675 7,670,387 

M~~o~~e&nt~::::::::::: ::: 802,958 265,331 537,627 
6,075. 79 35,871,901 33,500,093 2,371,803 

New York, Cbica~ & St. Louis. 574.21 3,456,461 1,147,603 2,303,855 
New York, New ven& Hart-

1,965. 79 4,361,478 . 15,337' 915 110,976,438 ford .......................... 
New York, Ontario & Western .. 569.49 1,078,667 1,122,805 144,139 
New York, Philadelphia & Nor-

121.57 669,111 197,471 471,640 folk ..........................• 
New York; Susquehanna & 

Wrutern ...................... 135.97 176,905 519,262 1596,157 
Pennsylvania Linru-East and 

7,122.34 22,326,695 32,810, lOS 110,483,413 Wrut ....... .................. 
Pere Marquette ................. 2,232.44 5,230,161 1,465,991 3, 764,170 
Perkiomen ..................... 41.83 370,399 90,979 279,42G 
Philadelphia & Reading ........ 1,127.17 2,041,895 4,902,75S 12,860,853 
Pittsburgh. & Lake Erie ........ 224.56 2{759,655 2,035,219 724,436 
Pittsburgh & We3t Virginia .... 63.23 535,903 64,155 1600,053 

Pi:~t~f!:U~~~~~-~~~ ~~~:~. 2,383.61 2,~,832 4,848,655 12,027,823 
Pittsburgh & Shawmut R. R. 

103.04 1167,4:12 583,311 :750,753 Co ..•....•••...••..•••••.•.•.• 
Port Reading ................... 21.16 582,164 79,312 502,852 
Rutland ........................ 415.11 1~,411 404,350 1283 939 
Staten Island Rapid Transit .... ZJ.54 134,560 270,552 1136:092 
Toledo & Ohio CentraL ........ 435.66 103,742 1,040,035 1935,291 
Toledo, St. Louis & Western ... 454.17 471,553 847,503 1375,953 
Ulster & Delaware .............. 128.88 1m 663 106,751 1227,411 
'Vabash ........................ 2,503.86 ID4:421 2,619,146 12,414., 725 
West Jer~& Seashore ......... 361.18 593,039 301,775 291,254 
Western zland .............. 701.31 74,343 2,159,483 12 085 140 
Wheeling & ak:e Erie .......... 611.60 861,635 930,029 

1
168:391 

SOUTHERN DISTRICT. 

Alabama & Vicksburg .•.•.. ...• U1.49 1119,(05 $131,516 1$12,111 
Alabama Great Southern ....... 312.41 827,624 515,432 312,192 
Atlanta & West Point .......... 93.19 384,991 ZJ,205 361,786 
Atlanta, Birmingham & Atlan-

639.88 17n,181 178,211 195;3,3)3 tic ............................ 
Atlantic C:mst Line ............. 4,863.16 4,339,685 5,045,153 I 705,468 
Carolina, Clinchfield & Ohio ..... 282.9!l 867,114 1,143, 287 I 276,173 
Central of Georgia .............. 1, 918.29 1,209,512 1,958,43:} 1748,927 
Charleston & Western Carolina. 342.50 148,355 214,625 166,260 
Chesapeake & OhiJ ............. 2,503.10 8,142,932 6,992,071 1,150,861 
Cincinnati, New Orleans & 

337.27 734,353 1,299, 779 1565,415 Texas Paciflc ............. : ... 
Fbrida East Coast ...•...•...... 764.75 865,618 1,495,462 1630,844 
Georgia & Florida ...•.......... 348.10 1278,439 92,340 1370, 77[) 
Georgia Railroad ............... 328.90 887,127 538,372 348,75.3 
Ge:~rgia Southern & Florida ..... 402.05 72,481 260,826 1188,345 
Gulf, Mobile & Northern .•....• 428.23 170,036 72,348 I 142,33-! 
Illinois Central. ................ 4, 791.01 3, 739,168 9,034, 733 15,295,565 
Louisville & Na<>h ville .......... 5,013.35 7,443,393 6,502, 724 940,659 
Louisville, Henderson & St. 

Louis ......................... 19(}.80 352,127 143,197 208,9-'30 

~~sbh~i£Pb~r~~~~ ·.:::::::::::: 164.00 1102,002 140,889 1243,791 
996.39 1956,875 1,250,305 1 2,~7,181 

Nailiville, Chattanooga & St. 
1,247. 03 590,390 1, 124,582 1534,192 Louis ......................... 

New Orleans & Northea-;tern .. -~ 203.73 243,405 394,793 1151,387 
New Orleans Great Northern ... 284.60 48,844 337,221 1288,377 
Norfolk& Western ............. 2,088.02 8,120,570 4,334,832 3, 785,738 
Norfolk Southern ....•.•........ 9()6. 92 146,384 817,785 1864,169 
Northern Alabama ............. 112.50 41,435 84,827 143,392 
Richmond, Fredericksburg & 

Potomac ..................... 81.52 2,284,981 333,413 1,951,568 
Seaboard Air Line ...•.......... 3,563. 21 1,939,992 5,1~,677 13 180 685 
Sontb.ern ....................... 6,982.87 7,016,567 11,106,284 14' 089

1
717 

Southern Ry. in Mississippi.. ... 278.39 1101, 7i6 9,433 { 111:214 
T~J?.e~ee Central. ..•.......... 293.07 1366,858 499,433 1 866 291 
Vugm~an ....................... 522.36 1, 730,427 1,444,152 286:275 
Washington Southern .......... 35.57 1,585,375 144,760 1, 440,615 
Western Ry. of Alabama ....... 133.42 386,595 77,835 308,760 
Yazoo& Mississippi Valley ...... 1,381. 99 3,570,016 3,011,931 558,085 

I Deficit. 

Federal earnings compared with co1·porate fia:ed c1wrucs, etc.-Contd. 

WllSTilRN DISTRICT. 

I 

Net 
Miles operating Fixed Balanca 

Road. operated. mcome charges over fixed 
(Feder<l.l forperioj. charges. 

operation). 
-

Arizona Eastern ................ 377.74 $417,998 S642,86CJ 1 S224,871 
Atchison, Topeka & Santa Fe 8,645.81 25,897,394 12,458,321 13,439,073 
Beaumont, Sour Lake & West-

ern ........................... 118.75 139,974 92,621 I 132,595 
Chicago & Alton .. ... ........... I, 050.51 196,075 2,876,245 12,680,171 
Chicago & North. Western ...... 8,000. 45 11,428,715 8,220,466 3, 208, 25() 
Chicago, Burlin~n& Quincy •. 9,372 31 1!1,349, 915 7,147,343 . 12,~!!,572 
Chicago Great estern ......... 1,496.06 976,512 ] '276, 141 1299,629 
Chicago, Milwaukee& St. Paul •. 10,647.66 2,037,833 13,504,085 I 11,465,252 
Chicago, Peoria & St. Louis .... 247.19 I 663,935 151,051 1814,987 
Chicago, Rock Island & Gulf .... 474.. 81 342,40J 76.3,322 I 4:11),913 
Chicago, Rock Island & Pacific. 7, 594.6:1 7, 02!!, 600 7, 910,448 I 887,848 
Chicago, St. Paul, Minneapolis 

& Omaha ..................... 1, 749.19 1,882,688 1, 942,141 15J,453 
Colorado & Southern ..••....••• I, 100.05 1, 303,732 1, 7m, 151 I 459,419 
Denver & Rio Grande .......... 2, 595.11 4,079,076 6,545,247 12,466,171 
Duluth & Iron Range •.......•. 292.49 3,078,008 527,817 2,551,191 
Duluth, Missabe & Northern .... 411.06 10,230,271 1, 290,587 8

1
939,684 

Duluth, South Shore& Atlantic 599.29 66,035 678,010 611,974 
El Paso & Southwestern ........ 1,027.87 2,389,008 . 2,429,945 140,937 
Fcrth Worth & Denver Citv .... 554.14 2,275,615 484,475 1, 791, 14:1 
Fort Wort b. & Rio Grande.: .... 235.22 I 21,219 134,682 I 155,901 
Galveston, Harrisburg & San 

Antonio ...................... 1,381. 90 2,5.52, 069 2,195,033 35~,035 
Great Northern ................. 8,233.52 10,084,185 10,4!9,425 136.->,240 
Grel'n Bay & WP.'ltern .......... 252.39 12,448 52,352 139,904 
Gulf, Colorado & Santa Fe ...... 1, 935.11 1,083, 455 2, 068,211 1984,755 
Houston & Texas Central. ...... 847.06 829,116 489,491 339,625 
Houston, East & West Texas ... 100.94 286,803 121,292 165,511 
International & Great Northern 1, 159.50 I 1, 042,421 1, 153,062 1 2, 19.}, 483 
Kansas City, Mt'xico & Orient •. 27!!.15 1430,917 61,655 1492,572 
Kansas City, Mexico & Orient 

Ry. of Texas ................. 465.71 1553,912 190,082 1741,994 
Kansas City Southern .......... 774.40 966,696 1, 592,307 1625,611 
Los Angeles & Salt Lake ....... . 1,168.16 2i061, Sl4 2,096,917 135,103 
Louisiana & Arkansas ...••••••• 302.34 177,184 176,079 1353 263 
Louisiana Western .•••......••• 207.74 849,059 126,440 722:619 
Midland Valley ................ 388.21 375,243 361,135 14, lOS 
Mineral Range ................. 101.11 172,328 69,248 1141,576 
Minneapolis & St. Louis ........ 1,646. 75 26,595 1, 736,360 11,709,763 

M~t~~~;t~·- ~~-- ~~~~. ~ -~~~~- 4,243. 41 3,465,239 5, 487,165 12,021,926 
Missouri, Kansas & Texas ...... 1, 713.98 3,428,389 3, 750,058 321,669 
Missouri, Kansas & Texas of 

Texas ........................ 1, 796.04 I 415,999 1,900,115 12,316,114 
Missouri Pacific ................ 7, 172.77 4,275,498 7,885,06! 13,8:r.>,556 
Morgan's Louisiana & Texas 

Railroad & Steamship Co ..... 400.67 438,611 410,924 27,687 
New Orleans, Te.~as & Mexico .. 191.22 94,072 811,587 1717,515 
Northern Pacific ............... 6,581.24 12,~,~~ 12,223,139 148,002 
Northweliltern Pacific ........... 527.37' 1,o:n,839 1192,886 
Oregon Short Line ............. 2,347.59 7,005;515 4,902, 713 2,102,802 
Oregon-Washington Rai'road 

& Naviaation co ............. 2,070.02 2,689,385 3,381,528 1692,143 
Pan· Han le & Santa Fe .......• 772.98 ~m:~~ n4,369 I 1,278,851 
Quincy, Omaha & Kansas City .. 255. OJ 40 1136,777 
St. Joseph & Grand Is:and ...... 258.45 24,614 176,063 1151 452 
St. Lows, Brownsville & Mexico 548.18 993,843 592,502 401:341 
St. Louis-San Francisco ........ 4, 761.28 10,812,975 9, 973,408 839,567 
St. Louis, San Francisco & 

Texas ........................ 134.41 1128,717 36,193 1164,910 
St. Loms Southwestern ......... 939.80 1{R62,642 1,621,391 241,251 
St.Louis Southwestern of Texas 814.70 979,304 444,745 11,424,050 
San Antonio & Aransas Pass ..• 736.52 1764 521 742,910 •1,507,431 
Southern Pacific ............... 7,049.60 20,616;640 33,705,044 I 13, 088, 404 
Spokane, Portland & Seattle .... 538.ZJ 1,359,870 2, 707, 70:} 11,347,839 
Texarkana & Fort Smith ....... 87.30 161,111 106,120 54,991 
Texas & New Orleans .......... 469.65 315,161 529,841 1214,680 
Texas & Pacific ................ 1,946.62 2,626,956 1, 581,089 1 045,867 

~~~~p~~~ ~ .':.~~~~: ::::: 247.70 1154,674 155,945 ? 310,619 
3,614.. 01 25,407,945 . 8,218,816 17,189,129 

~f~~~~~w::vifo~~~~!~~~= 171.44 348,280 146,495 201,785 
328.68 1180,171 259, ()(M 1439,175 

Western Pacific .•.............. 1,041. 86 1, 719,125 913,21-1 805,911 

lDeficit. 

APPENDrX C. 
RECAPITULATION. 

Federal earnings compm·ed with standard return, 9 months to Sept. SO, 
1919. 

Am:>Unt by which net 
Netoper- operating inc:>me is-

Miles ating Standard 
Di:J.trict. operated. income return for 

(Federal peri:.ld. Greater Less tb.a'l 
operatbn). than stand- standard 

ard return. return. 

Roads whose net opcr-
ating income was 
grea tc r than standard 
return: 

Eastern district, 14 
roads ............. 9,523.52 HI, 811,425 $23, 813, 492 $18, 000, 933 ................ 

Southern district, 7 
roads ............. 2,254. 39 9, 451,212 5,212,471 4, 238,741 ............... ... 
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Federal earnings compared with standard return, etc.-Continued. 

District. 

Roads whose net oper
ating income was 
greater than stand
ard retum-Contd. 

Miles 
operated. 

Net oper
ating 

income 
(Federal 

operation). 

Amount by which net 
operating income is-

:e~=a!! I-----.----
period. Greater Less than 

than stand- standard 
ard return. return. 

Western district, 
14 roads.......... 14, 245. ~9 $60, 160, 389 $40,814,888 $19,345,501 .•••••••• ~ 

Total, 3.5 roads. 26,023.80 111,426,026 69,840,851 41,585,175 

Roads whose net oper-
ating income was less 
than standard return: 

Eastern district, 51 
roads............. 48,676.25 95,485,845 233,676,112 •••••••••••• $138",100,267 

Southern district, 
28 roads.......... 40, 731. 67 45, 540, 834 9!, 465, 589 .. • • • • • • • • • . 48, 924, 755 

Western district, 
51roads .......... l13,522.24 146;530,446 245,295,566 ••u·~····· 98,765,120 

Total,130 roads. 202,930.16 287, 557, 125 573,437,267 ••••••••.••• 285,880, 142 

Net total: 
Eastern district, 65 

road.s ..... -.- .... - 58, 199.77 137; 30. o, 270 257,489. '... • .......... r·· 189, 3M Southern district, 
35 roads.......... 42, 986. 06 54, 902, 04Q 99,678,060 44,686,014 

Western district, 
65 roads ...•••.•.. 127,768.13 206,690,835 286, 110,454 79, 4.19, 619 

Total, 165 roads. 228,953.96 398, "983, 151 643,218,118 244,294,967 

NOTE .-"Net operating income'' is the balance of operating revenues afterpayment 
of operating expenses, taxes chargeable to railway operation, equipment and joint 
facility rentals, and is taken from the monthly returns ol the roads to the Interstate 
Commerce Commission. The standard return for the first 9 months is computed 
as 72.276 per cent of the standard return for the year, in accordance with the practice 
of the United States Railroad Administration. 

Road. 

Ann Arbor ............ . 
Atlantic & Lawrence ..• 
Atlantic City ...... '" ••. 
Baltimore & Ohio .••••. 
Baltimore, Chesapeake 

& Atlantic ......... .. 
Bangor & Aroostook ..• 
Bessemer & Lake Erie .• 
Boston & Maine ....... . 
Buffalo & SUsquehanna 

B~:J6.rat~liesier • & · 
. Pittsburgh •••...•..•• 

Central New England.. 
Central R. R: of New 

Jersey ............... . 
Central Vermont ..... .. 
Chicago & Eastern illi-

nois ................. . 
Chicago & Erie ........ . 
Chicago, Indianapolis & 

Louisville ••.......... 
Chicago, Terre Haute & 

Sou theastem ......•.. 
Cincinnati, Lebanon & 

Northern ............ . 
Cincinnati, Indianap-

olis & Western ..... .. 
CincintJ.ati Northern .. . 
Cleveland, Cincinnati, 

Chicago & St. Louis .. 
Cumberland Valley •... 
Delaware & Hudson .•• 
Delaware, Lackawanna 

&Western ......... .. 
Detroit & Mackinac •..• 
D-etroit & Toledo Shore 

J-b!:oft·, 'Toied.<> & iron:· 
ton ............... ___ . 

E1gin, Joliet & Eastern. 
Erie ... ---·-······--·--· 
Grand Rapids & In-

diana .............. .. 
Hocking Valley ....... . 

f:f:'E~e&&M{V~i~: 
Lehigh & Hudson 

River ............... . 

EASTERN DISTRICT. 

Ne~ oper-

Amount by which 
net operating income 
was-

Miles ating in· Standard 
operated come(Fed- retnrnfor 1---------
Sept. 30. eral opera- period. Greater Less than 

tion). thanstan.d standard 
ard return. return. 

301.12 
172.11 
177.(}1 

5,151. 66 

87.61 
632.35 
217.25 

2,258. 61 

296.56 

589.73 
801.30 

685.02 
411.20 

1,131. 46 
269.56 

657.06 

374..18 

76.17 

321.68 
251.60 

$393,893 $380,810 $1.3,083 .......... . 
171,,407 13,087 ............ $708,320 

871,468 160,500 710,968 .......... . 
3,178,338 20,259,791 •••••'""'""" 17,081,453 

i36 784 
46;868 

2,354,661 
' 3,308,856 

1252,523 

1746,403 
1106,989 

1, 940,765 
1716,634 

62,625 
1,124,452 
3,378,696 
6,850,373 

428,328 

2,368,053 
1,061,101 

6, 759,400 
563,101 

99 409 
1,071,_584 
1,024,035 
3,541t51T 

680,851 

3,ll,t,4.61 
1,168,0901 

4, 818,704: 
1,279,735 

17-12,921 2-,129,252 ............ 2,8.72,113: 
281,787 162,714 119,013 .... ~--· ••• 

&o2,510 

1 213,151 

126,106 

1387,341 
363,384 

1,171,058 

666,952 

80,938 

568,5!8. 

880,103 

107,04~ 

305,159 .. .. . .. .. . •. 692, 500 
229,569 133,815 ··----··--~ 

2,395. 77 10,216,706 7,183,220 
888,248 

5,355,362 

3,033,486 ---------·-
163. 65 281,191 
875.01 1, 754,698 

............ 607,057 

............ 3,600,66<1 

956.04 
381.90 

61.90 

456.4.1 
8:?3. 52 

1,989.12 

569.98 
350.20 
176.60 
902.95 

96.60 

8,007,026 11,383,092 
1112~ 405 224, 536 

795,393 329,94\l 

2,686,066 
33ti,9U 

$465,449 .......... . 

1479,233 163,268 ............ 642,501 
3,015,854 2,068,667 947,187 .......... . 
1179,252 11,205,627 ............ 11,384,879 

364,222 
1,433,~15 

132,532 
138,0.."2 

235,203 
1 Deficit. 

671,722 
1,906,039 

936,076 
1,119-,224 

375,381 

307 500 
472;124 
803,544 

1,157,246 

140,178 

Federal earnings compared with standard return, etc.-Continued. 
EASTERN DISTRICT-continued. 

Road 

Lehlgh&NewEngland. 
Lehigh Valley ......... . 
Long Island .•.•••••••.. 
Mama Central .•...••... 
Maryland, Delaware & 

Virginia .••.. - .•••• --. 
Michigan C-entraL ••.•.. 
Monongahela ..•...•••.. 
New York Central. ••.• 
New York, Chicago & 

St. Louls ........... .. 
New York,New Haven 

& Hartford .......... . 
New York, Ontario & 

Western. ............ . 
New Yor_!r_, Philadel

phia & ~orfolk .••.... 

N ::nn~ o~kt:Sfe~~~ ~. 
Pennsylvania Lines 

East & West ........ . 
Pere Marquette •.••.... 
Perkiomen ............ . 
Philadelphia & Read-

ing .................. . 
l'tttsburgh&LakeErie 
Pittsburgh & Westvir-

glnia ...... -....... -- . 
Pittsburgh Cincinatt, 

Chicago & St. Louis .. 

~~~:ir~-~~~~~-
Port Reading .•••..••.. 
Rutland .•.•••..••..... 
Staten Island Rapid 

Transit .............. . 
Toledo & Ohio CentraL 
Toledo, St. Louis & 

Western. ........... .. 
Ulster & Delaware ... .. 
Wabash ............... . 
West J ersay &Seashore. 
Western Maryland ..... 
Wheeling & Lake Erie. 

Alabama & Vicksburg .• 
Ala.bama Great South-

ern. ................. . 
Atlanta & West Point .. 
Atlanta, Birmingham 

& Atlantic .........•. 
Atlantic Coast Line .... 
Carolina, Clineb:field & 

Ohio ............... ~. 
Central of Georgia ..... . 
Charleston & Western 

Carolina ............. . 
Chesapeake & Ohio ..••. 

C~=~~ex~:PaJ>J~. 
Florida East Coast ... __ 
Georgia & Florida ....•. 
Georgia Railroad ..... _. 
Georgia Southern & 

Florida ............. . 
Gulf, Mobil& & North-

ern. ................. . 
Dlin.ois Cent1al.. ...... . 
Louisville & Nashville. 
Louisville, Henderson 

&St. LOuis ......... . 

~~~nS:i£Pb~t~!::::: 
Nashville,Chattanooga 

& St. Louis ......... . 
New Orleans & North-

eastern ............. .. 
New Orleans Great 

Northern. ........... . 
Norfelk & Western .... . 
Norfolk Southern .... .. 
Northern Alabama .... . 
Richmond Fredocieks-

burg & Potomac ....• 
Seaboard Air Lin& .... . 
Southam .............. . 
Southern Railway in 

Mississippi. •......... 
T~~e~ee CentraL ... . 
Vugunan ............. . 
Washington Southern •. 
Western Railway of 

Alabama ..... ....... . 
Yazoo & Mississippi 

Valley .............. . 

Net OJ?er-

Amount by which 
net operating income 
was-

Mi.les ating m- Standard 
operated come(Fed- return for 1---------
Sept. 30. eral opera- period. Greater Less than 

tion). than stand- standard 
ard return. return. 

231.25 
1,435.94 

398.38 
1,216.15 

l580,526 
2, 762,501 
2,980, 730 
1991,743 

$820,883 ............ $240,357 
8, 182, 53! .... --...... 5, 420,033 
2, 328, 696 652, 034 .......... -
2,136, 260 .. • . .. . .. . . . 3, 128,003 

82.62 140,078 35,808 ····-----·-- 75,886 
1, 861. 77 12,453,062 5, 819,755 6, 633,307 ....... -- .. 

108.25 802,958 421,431 381,527 -----------
6,075.79 35,871,901 40,331,910 . - •.. -...... 4, 460,009 

574.21 3,456,461 1,603,701 1,852,760 .......... . 

1,965. 79 

569.49 

121.57 

135.97 

4, 361,478 12,355,221 

1,078,667 

669,111 

176,905 

1,520,390 

719,906 

578,632 

7,994, 743 

44l,'l~ 

50,195 

655,537 

7, 122.34 22,326,605 47,998,179 ......... ·-· 25,671,48:l 
2, 232. « 5, 230,161 2, 709,046 2:,521, 115 .. -.- •••••• 

4.1. 83 370,399 245,081 125-, 31.8 ••••••• -. ~-

1,127.17 
224.56 

63.23 

2,383.61 

103.04 
21.16 

4.15.11 

23.54 
435.66 

454.17 
128.88 

2,503.86 
361.18 
701.31 
511.60 

2,041,895 
2, 759,655 

1 535,903 

2,820,832 

1167,442 
582,164 
120,411 

134.,560 
103,742 

471,553 
1120,663 

204,421 
5.93,039 
74,343 

861,635 

11,468,995 
6,490,543 

171,301 

8,191,830 

9,427,100 
3, 730,888 

707,204 

5,3~9S8 

348, 961 .. . .. .. .. .. . 516,403 
176,353 411,.811 •···••··•·· 
740,022 ........... . 619,611 

257,898 
785, 388" 

718,636 
92, 52() 

4, 233,763 
688,500 

2,225,807 
1,146,324 

123.,.338 
681,646 

247,083 
213,183 

4,029,342 
95,521 

2:.151,4.64 
28!,689 

. SOUTHERN DIST.RlCT. 

141.49 

312.41 
93.19 

639.88 
4,.8&3.16 

.282.99 
1,9-1&29 

342.50 
2,503.10 

337.27 
764.75 
348.10 
328.90 

4.02.05 

428.23 
4., 791.01 
5,013.35 

199.80 
164.00 
996.39 

1,247.03 

~03.73 

284.60 

2,::~-g~ 
112.50 

81.52 
3,563.21 
6, 982.87 

278.39 
293.07 
522.36 
as: 57 

133.42 

1,381.99 

$ll9,405 

827,624 
S84,991 

1777,187 
4.,339,685 

867, ll4 
1,209,512 

148,365 
8, 142,?J2 

734,363 
865,618 

J 278,439 
flST, 127 

72,481 

1 70',036 
3, 739,168 
7,443,393 

~,127 
1102,902 
1956,875 

500,390 

243,400 

~Mt 
8, 120;1?70 

146 384 
41:435 

2,2&!, 931 
l, 939,992 
7,016,567 

1101,776 
1366,858 

1, no, 427 
1,5&5,375 

386,595 

3,570,016 

1 Deficit. 

12'33,346 $113,.941 

l,.Zlfr,990 ............ 403,300 
182, 855i $202,135 .......... . 

258,79(), 
7,358,358 

1,145,690 
2,494,175 

337,472 
9,559,934! 

1,035,977 
3,018,673 

278,576 
1,284,663 

1~,107 
1,411,002 

2, 5~. 322 ..... -..... - 1, 824., 959 
2, 054, 692 -........ --- . l,lS!t 074 

63, 603 ....... -- .. . 342, 042 
620,578 266, 54') .......... . 

Z69,661 

-!03,54-1! 
ll, 768, 2-!9 
12.51l,333 

218,569 
2Z3,489 

1,863,422 

2,299,881 

&70,920 

416,275 
14,841,272 

843,454 
109,725 

822,043 
4,695, 700 

13,482,288 

5,052 
ll7,618 

2,347,238 
338,565 

208,327 

2, 791,529 

297,180 

.. . . • •• ..... 473,583 

............ 8,029,081 

..... --..... 5,067,940 

103,558 ........... 1 
............ 326,391 
..... ·-..... 2, 82(}~ ~7 1 

............ 1, 700,4?71 

---·-··-··· 627,51-J, 

............ 367,4311 
··--··· -· --· 6,W,7\)l 
• .... - • • • .. • 889:, 838 
............ 68,290 

1, 462, 933 ......... : .l 
............ 2, 755,793 
............ 6,465, 7211 

106,82CJi 
48!,476. 
616,811 , 

"i;246;8io · ·--:-"·····1 ::: ::::::::::~ 
J 
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Federal earnings compared with standa1·d return, etc.-Continued. Federal earnings compared with standard retttrn, etc.-Continued. 
WESTERN DISTRICT. WESTERN DISTRICT-continued. 

Ammmt by which 

Net OJ?er-
net operating income 

Miles Standard 
was-

ating ill-
Road. ~era ted come(Fed- return for 

ept. 30. eral opera- period. Greater Less than tion). than stand- standard 
ard return. return. 

Amount by which 

Net oper-
net operating income 

Miles ating in- Standard 
was-

Road. operated come (Fed- return for 
Sept. 30. eral opera- period. Greater Les<> than tion). than stand· standard 

ard return. return. 

Arizona Eastern .••••.• 377.74 t417, 998 $898,011 ············ 1480,013 
Atchison, Topeka & 

Santa Fe ............. 8,645.81 25,897,394 27, 7g.~,587 -··········· 1,888,193 
Beaumont, Sour Lake 
' & Western ........... 118.75 I 39,974 I 24 205 ............. 15,769 
Chicago & Alton ....... 1,050. 51 196,075 2,297; 159 .............. 2,101,084 
Chicago& North West-

vi~~~urKc.~~-e-~~~~~~. 171.44 $34.8, !Z80 ~:24.4, 255 U04,025 ........... 
Wichita Falls & North-

western .••.•.•. _ •••• _ 328.68 1180,171 104, 977 
""345;628' ~85, 14.8 

Western Pacific ........ 1, 041.86 I, 719,125 I,373,497 ............ 

1Deficit. 
ern .................. 8,090. 45 11,428,716 16,768,760 .. ............. 5,340, 050 

Chicago, Burlington & 
Quincy .............. 9,372.31 19,349,915 24,111,767 .............. 4, 761,852 

Chicago Great Western. I,496.05 976,512 2, 134,636 ................ I, I58, 124 

cllJ~~~~ur~~~-~~~~- ~. 10,647.66 2,037,833 19,944,238 ............. 17,906,40.3 
Chi~o, Peoria -& St. 

Lows ................ 247.19 1663,936 92,181 ............... 756,117 
Chicago, Rock Is!and & 

Gulf. ................ 474.81 342,4.00 702,170 ................ 339,761 
Chicago, Rock Island & 

Pacific ............... 7,594. 60 7,022,600 10,778,071 ................ 3, 755,471 
Chicago, St. Paul, Min-

nesota & Omaha ..... 1, 749.19 1,882,688 3,566,669 .................. 1,683,981 
Co!orado & Southern ... 1,100.05 1,303, 732 1, 793,321 .................... 439,589 
Denver & Rio Grande .. 2,~~:!~ 4,079,076 6,012, 913 ....................... 1,933,837 
Duluth & Iron Range .. 3,078,008 I, 702,275 $1,375,733 ................... 
Duluth, Missabe & 

Northern ...... : . ; .... 411.06 10,230,271 3, 702,014 6,528,257 ................. 
Duluth, South Shore & 

Atlantic ............. 599.29 66,036 429,780 .................. 363,744 
EIPaso & Southwestern 1,027.87 2,389,008 2,995,914 ..................... 606,906 
Fort Worth & Denver 

• City ........... : ..... 554.14 2,275,615 1, 367,018 908,597 ................. 
Fort Worth & Rio 

Grande .............. 235.22 121,219 940 .............. 22,159 
Galveston, Harrisburg 

& San Antonio ....... 1,381.90 2,552,069 2,334,9!U 217,088 · io; 634; 945 Great Northern ........ 8,~~:~~ 10,084,185 20,719,130 .................... 
Green Bay & Western .• 12,448 148,078 ................ 135,630 
Gulf, Colorado & Santa 

Fe ................... 1, 935.11 1,083,455 2,044,123 ............. 960,668 
Houston & Texas Cen-

tral. ................. 847.06 829,116 1, 241,345 ................ 412,229 
Houston East & West 

Texas ................ 190.94 286,803 271,444 15,359 .............. 
International & Great 

Northern ............ 1,159.50 11,042,424 1,008,211 ............. 2,050,635 
Kansas City, Mexico & 

272.16 I Orient ............... 1 430,917 108,414 1,093,243 Kansas City, Mexico & .............. 
OrientRy. of Texas •• 465.71 1553 912 

Kansas City Southern .. 774.40 966;696 2,324,901 ............ 1,358, 205 
Los Angeles & Salt ~e 1,168.16 2{061,814 2,472,141 ............... 410,327 
Louisiana & Arkansas. 302.34 177,184 294,877 .... 2il2;ooo· 472,061 
Louisiana Western ..... 207.74 849,059 646,999 ··········· Midland Valley ........ 388.21 375,243 321,156 54,087 .... i78; 886 Mineral Rania ......... 101.11 "172 328 106,558 ............. 
Minneapolis St. Louis. 1,646. 75 28;595 1,907, 983 .............. 1,881,388 
Minneapolis, St. Paul & 

· Sault Ste. Marie. .• ~ •• 4,243.41 3,465,239 ~,623,260 ············ 4,158,021 
Missouri, Kansas & 

Texas ................ 1, 713.98 3,428,389 4,230,915 ............. 802,526 
Missouri, Kansas & 

Texas of Texas .•••••• 1, 700.04 1415,999 449,393 .............. 865,392 
Missouri Pacific ..•..••• 7, 172.77 4,275,498 10,268,117 ............. 5,992,619 

·Morgan's Louisiana & 
Texas R. R. & Steam-

· shipCo ............... 400.67 438,611 859,019 ............. ~.408 
New Orleans, Texas & 

Mexico ... -- •••• - ••••• 191.22 94,072 158,120 ............ 64,048 
Northern Pacific ....... 6,581.24 12,371,141 21,747,626 ............. 9,376,485 
Northwestern Pacific ... 527.37 838,953 892,682 ............ 53,729 
Oregon Short Line ...•• 2,347.59 7,005,515 7,369,803 ............... 364,288 
Oregon-W~onR. 

2,070.02 3,266,407 577,022 R. & Navigation Co .. 2,689,385 ............. 
Panhandle & Santa Fe. 772.98 504,482 961,751 ............. 1,466,233 

· Quincy, Omaha & 
Kansas City .......... 255.09 1136,737 21,247 ............ 157,981 

St. Joseph & Grand 
Island ................ 258.40 24,614 270,176 ............ 245,562 

St. Louis, Brownsville 
& Mexico ............ 548.18 W3,843 711,116 282,727 ............ 

St. Louis-San Francisco 4, 761.28 10,812,975 9,894, 738 S18,237 ........... 
St. Louis, San Fran-

cisco & Texas: ....... 134.41 1128,717 1236,368 107,651 '""i562;759 Bt. Louis Southwestern. 939.80 1,862,642 2,425,401 ············ St. Louis Southwestern 
of Texas .............. 814.70 1979,304 4.01,251 ............ I,380,555 

~an Antonio & Aransas 
Pass ................. 'i36.52 1764,521 269,627 ············ 1,034,148 

Eouthern Pacific ..••.•• 7,049.60 20,616,640 27,480,736 ............ 6,804,095 
Spokane, Portland & 

Seattle ...•.•.•••.•••• .':38.23 1,359,870 1,352,344 7,528 '""'69"254 Texarkana & Fort Smith 87.30 161,111 230,365 ............ 
Iexas & New Orleans. 4.69.65 315,161 516,872 ............ 201:711 

exas & Pacific ........ 1,946.62 2,626,956 2,968,688 ............ 341,732 
.. olooo; Peoria & West-

ern ................... 247.70 1154,674 115,454 .. s; 278; 526 · 270,L'l8 
Union Pacific •••••••••• 3, 614.01 25,407,945 17,129,419 ......... ·~ 

APPENDIX D. 
Annual compensation per railway employee, Olass l t·ailtoavs, 1915-1919. 

Per cent of increase 

Calendar 
1919over-

:Fiscal ealendar 
Class or emp!oyees. year 1915 year 1917 year 1919 

(averago). (avera~e) . (Ju!y 
Calendar basis). Fiscal 

year 1915 . year 1917 
(average). 

----
General oflicers ................. $4,528 $4,553 14,315 14.7 15.3 
Division oflicers .••••••••...••.. 2,013 2,099 2,946 46.3 40.3 
Clerks .......................... 832 932 1,342 61.3 44.1 
Uessengers and attendants ..... 434 514 845 94.7 64.3 
Assistant engineers and drafts-

men .......................... 1,121 1,145 1,668 48.8 45.7 
Maintenance of way and shop 

1,107 foremen ...................... 1,197 I, 712 54.7 43-1 
Section foremen .•.•...•........ 772 886 1,298 68.1 46.5 
General foremen, mechanical 

engineering department ....•. 1,533 1,600 3,114 103.1 87.5 
Gang and other foremen, me-

1,167 chanica! engineering dept .••• 1,352 2,345 100.9 73.5 
Machinists._ ........ _ .......... 1,030 1,394 1,706 65.6 22.4 
Boiler makers .................. 1,076 1 425 1, 773 64.8 24.4 
Blacksmiths ...•.•......•••••••• 927 1;258 1,636 76.5 30.1 
Masons and bricklayers .••••••.. 789 932 ~!~~ 75.4 48.6 
Structural-iron workers .... _ ... 898 1,g!6· 75.8 55.7 
Carpenters ......... ... ......... 768 1,408 83.3 49.7 
Painters and upholsterers ..••.• 758 951 1,424 87.9 49.8 
Electricians ............... _ •••• 941 1,030 I,728 83.6 67.7 
Air-brake men ................. 812 1,086 I,588 95.6 46.2 
Car inspectors ............. _ •••. 887 1,140 1, 749 97.2 53.3 
Car repairers .......... __ •• _ •••• 751 994 1,480 97.1 48.9 
Other skilled laborers ........... 855 1,065 1,586 85.5 48.9 
Mechanics' helpers and ap-

prentices ..................... 607 822 1,142 88.1 33.8 
Section men .................... 454 601 934 105.7 55.3 
Other unskilled laborers .•••.•.. 560 695 1,051 87.7 51.2 
Foremen of construction gangs 

and work trains .............. 1,016 1,031 1,536 51.2 49.0 
Other men in construction 

gangs and work trains . ......• 516 623 982 ' 90.3 57.5 
Traveling a~ents and solicitors. 1,495 1,642 2,131 42.5 29.8 
Employees ill outside agencies .. 980 I,066 1,690 72.4 53.5 
Other traflic employees ........• 960 1,330 1,965 106.8 49.2 
Train dispatchers and directors. 1,605 1,802 2,738 70.5 52.0 
Telegraphers, telephoners, and 

block operators .... _ .•..••.•• BOO 917 1,554 94.3 69.5 
Telegraphers and telephoners 

operating inter lockers .....••• 822 957 1,577 91.8 64.9 
Levermen (nontelegrapherss) •• 731 852 1,503 105.6 76.5 
Telegrapher-clerks ............. 797 892 1,551 94.6 73.8 
Agent-telegraEhers •...•...••••• 828 949 1,676 102.4 76.6 
Station agen s ( no n t e I e g-
ra~hers ...................... 937 1,038 1,674 78.7 61.2 

Station masters and assistants .. 1,~ 1,292 1,932 76.4 49.6 
Station-service employees. _ ••.• 710 1,122 85.5 58.1 
Yardmasters ................... 1,584 1,802 2,969 87.4 64.7 
Yardmasters' assistants (not 

yard clerks) .................. 1,428 1, 705 2,594 81.7 52.1 
Yard engineers and motormen •• 1,528 1 790 2,102 37.6 17.4 
Yard firemen and helpers. _ •.•• 916 1:093 1,512 65.1 38.3 
Yard conductors (or foremen) •• 1,358 1,584 1,909 40.6 20.5 
Yard brakemen (switchmen or 

helpers) ...................... 1,169 1,327 1,698 45.3 28.0 
Yard switch tenders .••• _ ••. _ .. 720 846 1,449. 101.3 71.2 
Other yard employees •••••••••• 622 666 1,105 77.7 65.9 
Hostlers ....................... 976 1,245 1,593 63.2 28.0 
Enginehouse men ...••••••.••.• 684 835 1,255 83.5 50.3 
Road freight engineers and 

motormen ................... 1,846 2,107 2,686 - 45.5 27.5 
Road freight firemen and 

R::Wr~iii coiiciucioi-8:::::::: 1,136 1,273 1,881 65.6 47.7 
1,589 1,854 2,337 47.1 26.0 

Road freight brakemen and 

R:~~s~i~~-engiii~s- ruici · 1,036 1,202 1, 748 68.7 45.5 

motormen ................... 2,141 2,232 3,077 43.7 37.8 
Road passenger firemen and 

R~:!F;r~seiiga~ co~ciuctoi-s::::: 1,287 1,353 2,210 
7L71 

63.3 
1,850 1,966 2, 714 46.7 38.1 

Road passenger baggagemen ... 1,049 1,175 1,948 85.7 65.8 
Road passenger brakemen and 

fl.agxnen ...................... 1,026 1,093 1,817 77.1 66.2 
1Deficit. 1Decrease. 
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Annttal compensation per railway employee, Class I railways, 1915-19~ 

Continued. 

Fiscal Calendar Calendar 

Per cent of increase 
1919over-

Class or employees. year 1915 year 1917 year 10191-------,----
(average) . (average). J~~). Fiscal Calendar 

year 1917 
year 1915. (average). 

------------!--------------------
Other road train em~loyees ....• $840 $817 $1,:!! 71.5 76.5 
Crossing flagmen an gatemen .. 476 535 98.3 76.5 
Drawbridge operators .......... 666 761 1,185 77.9 55.7 
Floating equipment employees. 775 923 1,623 110.1 75.4 
Policemen. and watchmen ...... 713 896 1,413 98.2 57.8 
Other transportation employees 634 845 1,~g 84.5 38.5 
-All other employees ..•.••..••.. 610 663 63.1 50.1 

--------------------
Average .................. 830 1,004 1,433 72.7 42.7 

Source: Data for 1915 from reports of the Interstate Commerce Commission coverin"' 
all Class I railways; data for 1917 and 1919 from reports of the United States Railroad 
.Administration, covering Class I railways under Federal control. Averages for 1919 
are based on returns for month of July, 1919, multiplied by 12. 

APPENDIX E. 
Staten~ent of income of all Class I railroads (all territories) for tJearB 

ended Dec. 31, 191'1 and 1918, showing also pe1· cent of net return on 
prop6rlY investment, amount required, and percentage thereof to 
freight revenue to earn a return of 6 per cent on property investment. 

Item. Year ended 
Dec. 31, 1917. 

Year ended 
Dec. 31, 1918. 

:Freight revenue ................................... S2, 813,107,029 $3,427,043,446 
Passenger revenue................................. 826,363,964 1,029, 909,885 
'Other revenue ..................................... - 353,711,226 393,623,990 

1--------1-------
Total operating revenues..................... 3, 993, 182,219 4, 850,577,321 

1!l'otal operating expenses. . . • . . . . • . . . . . . . . . • • . . . • . . 2, 816,554, 333 3, 953, 120, 638 
1-----------1--------

1'-. ot operating revenue....................... 1, 176,627,886 897,456,683 
'!'axes............................................. 186,054,800 1fi7,9R0,774 
Rents, etc......................................... 42,153,546 39,089,145 
Net return. . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . . . • . • . • • • 948, 4 ~ 9, 540 670, 386, 764 
Propertyinvestment .............................. 17,642,641,870 18,084,834,944 
Per cent of net return on property investment..... 5. 38 3. 71 
Amount required to earn 6 per cent on property 

investment ..................................... . 
.Additional revenue required to earn 6 per cent .... . 
Percentage of increase mfreight revenue necessary 
• for return of 6 per cent on property investment .. 

Revenue per mile ................................. . 
Property mvestment per mile ..................... . 

1,058,558,512 
110, 138, 972 

3.92 
17,381 
76,793 

1, 085, 090,097 
414,703,333 

12.10 
21,054 
78,4ro 

Statement of income of railroads in otflcial classification territory for 
years ended Dec. 31, 11J1'1 and 1918, showing. also per cent of net return 
on property investment, amount required, and percentage thereof to 
freight ret:enue to earn a return of 6 per cent on property investment. 

NEW ENGLAND LINES. 

Item. 

]q-eigh t revenue .................................. . 
Passenger revenue ................................ . 
Other revenue ................................... .. 

Total operating revenue .................... . 
Total operating expenses ......................... . 

Net operating revenue ...................... . 
Taxes ........................................... .. 
Rents, etc ........................................ . 
Net return ........................................ . 
Property investment .......................••..••. 
Per cent of net return on property investment .•... 
Amount required to earn 6 per cent on property 

investment ..................................... . 
Additional revenue required to earn 6 per cent .•... 
Percentage of increase m f.reight revenue necessary 

for return of 6 per cent on property investment •. 
Revenue per mile ................................ .. 
Property investment per mile .................... . 

Year ended 
Dec. 31, 1917. 

$114,236,230 
67,566,643 
23,736,791 

205, 539, 664 
155,867,171 

49,672,493 
8,052,083 
9,195,353 

32,425,057 
736, 725, 844 

4.40 

44,203,551 
11,778,494 

10.31 
25 485 
91:348 

EXCEPT NEW ENGLAND LINES. 

Year ended 
Dec. 31, 1918. 

$138, 248, 366 
74,840,380 
26,804,059 

239, 892, 805 
215, 414, 255 

24,478,550 
8,215,987 
7,033, 713 
9,228,850 

754,947,267 
1.22 

45,296,836 
36,067,986 

26.09 
29,886 
94,051 

Freightrevenue ................................... $1,236,921,7451 $1,543,465,837 
Passenger revenue................................. 310,658,128 400,571,929 
Other revenue .............. ,.. .................... 159,894,548 182,894,927 

Total operating revenue..................... 1, 707,474,421 2,126,932,693 
Total operating expenses. ......................... 1,265,616,804 1, 797,354,081 

1-----------1------------
N et operating revenue....................... 441,857, 617 329,578,612 

Taxes............................................. 67,903,736 69,562,294 
Rents,etc......................................... 31,783,068 28,528,266 
Netreturn......................................... 342,170,813 231,488,052 
Property investment. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 6, 925,634, 816 7, 151,323,881 
Per cent of net return on property investment..... 4. 94 3. 24 
Amount required to earn G per cent on property 

investment...................................... 415,538,089 
Additional revenue required to earn 6 per cent..... 73,367,276 
Percentage of increase 1D Ireigh t revenue necessary 

for returnof6percent on property investment... 5. 93 
Revenue :per mile.................................. 30,714 

, Property mvestmen t per mile. • .. • . . • • . .. . . • • . . . . . 124, 578 

429,079,433 
197,591,381 

12.80 
38,259 

128,038 

Statement of income of railt·oads in official classification territory for 
years ended Dec. 31, 1917 and 1918, etc.--Continued. 

ALL ROADS. 

Year ended I Year ended 
Dec. 31, 1917. Dec. 31, 1918. Item. 

S1, 3.51, 157, 9751 $1,681,714,203 
378, 224., 771 475,412,3)9 
183,631,339 209,698,985 

Freight revenue ................ . ................. . 

~t~S:rn!:~::ri:~.~~:::::::::::::::::::::::::::::::: 
1,913,014,085 1 2,366,825,498 
1, 421,483,975 2, 012, 768, 336 

Total operating revenue .................. .. 
Total operating expenses ......................... . 

491,530, 110 354, 057, 162 
75,955, 819 77,778,281 
40,978,421 35,561,979 

374,595,870 240, 716, 902 
7,662,360,660 7, 906,2711.143 

4.89 ~-Ot 

459,741,640 474,376, 269 
85,145,770 233' 659' 367 

6.30 13.89 
30,051 37,014 

120,363 123,645 

Net operating revenue ...................... . 
Taxes ............................................ . 
Rents, etc ....................................... .. 
Net return .............................. ~ ......... . 
Property invetsment ............................. . 
Per cent of net return on property investment .... . 
Amount required to earn 6 per cent on property in-

vestment ....................................... . 
Additional revenue required to earn 6 per cent .... . 
Percentage of increase in freight tevenue necessary 

R~~~=~~fe~~-~~~-~~-~~~~~:~=-~-~~~~~~::1 
Property investment per mile ..... ·: ............ .. 

Statement of income of railroads in southet·n classification territMy for 
years etlded Dec. :11, 1911 and 1918, showing also per cettt of net return 
on property investment, amount required, and pe1·centage thereof to 
ft·eight revenue to earn a return of 6 per cent on propm·ty investment. 

Item. 

~~~~!:~:~:Jie::::::: :::::::::::::::::::::::::: 
Other revenue ................................ · .... . 

Year ended 
Dec. 31; 1917. 

$323, 818, 690 
109, 555, 999 
37,223,257 

Year ended 
Dec. 31, 1918. 

S405, 091,118 
160,414,085 
42,191,022 

Total operating revenues •.••.•.•............ 
Total operating expenses ......................... . 

470,597' 9!5 607' 695, 226 
324, 385, 494 478, 032, 59:> 

------------- --
Net operating revenue....................... 146,211,452 129,663,636 

Taxes............................................. 21,937,960 22,110,411 

~~~~~·.::::: ::::::::::::::::::::::::::::::::::: D\~;~: ~~ 107, ~~: ~?! 
Property investment. • • .. . . • .. .. .. . .. .. . .. . .. .. . . . 2, 084., 688t 177 2, 149, 239, 978 
Per cent of net return on property investment..... b. 42 4. 98 
Amount required to earn 6 per cent on property 

investment ..................................................... . 
Additional revenue required to earn 6 per cent .............•....... 
Percentage of increase m freight revenue necessary 

for return of 6 per cent on property investment ...•.•..•......... 
Revenue :{lOr mile........... . .. .. . .. .. .. .. .. . . . . . . . 12, 537 
Property mvestment per mile...................... 55, 511 

128, 954,3!.19 
21,892,225 

5.'!') 
16,170 
57,183 

Statement of income of railroads in western classification territot·y for 
years ended Dec. 31, 1917 ana 1918, showing also per cent of net t·eturn · 
on property investment, amount required, and percentage thereof to 
freight revenue to earn a retut:n of 6 per cent on property investtnet1t. 

TRANSCONTINENTAL LINES. 

Item. Year ended Year ended 
Dec. 31, 1917. Dec. 31, 1918. 

~~l~~~:.~~~: :::::::::::::::::::::::::::::::: Sj~: m: ~~ 'm; ~~: ~ 
l------------~-----5~9,~54~9,~4--iO 

Total operating revenues.................... 679,946, 169 789, 702,456 
Total operating expenses .•••.• -.-.- ••.. -.......... 422,187,275 566,293,474 

1-----------1-----~--~ 
' Net operating revenue •...... -............... 257, 758,894 m, 408,982 
Taxes............................................. 41,052,691 41,101,287 

~:~~-:::::::::::::::::::::::::::::::::::::::: 216,r:::m Di-J:~:~ 
Property investment ••••••...••. -... -... -......... 3, 478, 400, 670 3, 560, 058, 2'25 
Per cent of net return on property investment..... 6. 21 5. 27 
Amount required to earn 6 per cent on property 
A investment..................................... . . . .. . .. . .. . • .. . . 213, 603, 494 

dditional revenue re<Juired to earn 6 per cent..... . . • • . • • • . . . • . • . . 26,011, 731 
Percentage of increase m freight revenue necessary 

for return of 6 per cent on property investment.. . • • • • . • • . . . • . . . . 4. 61 
Revenue per mile .... :....................... .. . . .. H, 434 16, 666 
Property investment per mile. . • . . . • . . . . . • . . • • . • . . 73, 839 75, 048 

SOUTHWESTERN LINES. 

Freight revenue................................... $102,457,205 $115,387,112 
Passenger revenue................................. 34,066,409 40,970,797 
Other revenue..................................... 9, 740,146 11,090, 29J 

1--------~--1--------~-
Total operating revenue.. ................... 146,263,760 167,448,199 

Total operating expenses. . . . . . .. .. .. . . .. .. . .. . .. . . 101, 100, 37 4 137, 099, 651 
1-----------1-----------

Net operating revenue......................... 45,163,386 30,348,513 
Taxes............................................. 6,462,120 7,150,863 

~~~~,t~~::: ::::::::::::::::::::::::::::::::::::: 2, 600,501 966,142 
Propertyinvestment.............................. 7g~;~gg;~~ 1~;~~:gi~ 
Per cent of net return on property investment..... 4. 93 2. 99 
Amount required to earn 6 per cent on property in-

vestment......... . . . . .. . . . . .. . .. . . . . . .. . . . .. . . .. 43, '!Xl:l, 563 
Additional revenue required to earn 6 per cent..... 7, 862,798 
Percentage of increase in freight revenue necessary 
Rfor return of ~per cent on property investment.. 7. 67 

evenue :per mile.................................. 9, 231 
Property mvestment per mile. . . . . . . . . . . . . . . . . . . . . 46, 214 

44,573,389 
22,341,846 

19.36 
10,579 
46,932 
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Statemmt 'OT income of ro.ih"oacls in western classij'tcrrtion territof'1! tor 
years cnaea Dec. :n, .1911 u11i£ 1918, etc.-continued. 

WESTE:.."tN LINES. 

Item. 

Freight revenue ..•••.•••..•.....•....•...•.......• 
Pas engerrevenue ..•.........•..••...•.•.....•.• ~. 
Otherrevenue ....•••.•...•.•.•...•••.•..•••••••••• 

Tota'l. operating revenues ..•.•..........•.•.• 
Total operating expenses_ .......•..•...•.......•.. 

:ret operating revenue ..•.•.•.•.•••.••••••••• 
Tn.:r-es..._ -· ·················~······················ . Rents, etc •• - ..•••••.•• -· •••••••••••••••••••••.••• 
Netreturn ........• - ........•.•.••..•.....•.•.•.•.• 

re~~~7 ~::t~~· ®"propeityinvestmeni::::: 
Ammmtrequired to earn£ per oent on property 

in>estment.- .............•...................••. 
Additional revenuereq.uired to earn 6 per cent ... -· 
Peree:n tage· of increase m freight revenue necessary 

1or return of 6 per cent on propertyinvestment .. 
R-e>enueper mi.le ................••.............•.. 
Property .lllvestment per mile..-·-·----------

ALL :nAll.ROADS. 

Freight re>enue ............•.•.•.• , •..••.......... 
Passenger revenue .•• ·- ..•....•..........•..•..•... 
Othl)r revenue .....................•............... 

Total operating revenues •..•..•..•.••••.•••. 
Total opersting expenses .1 • ••••••••••••••••••••••• 

Net -operating revenue ....•...........•..••.. 
'i'axe3 ...•.........•... ··· ·· ············ ~-···-·· 
Rent , etc .•.............•..•••• " ••••••.• -•...•.•.. 
Net return .....•.............•. -· ..••.....•....•.. 
Property investment .••.•...........•....•..•...•• 
Per .cent ol net return on ;property investment ..... 
Amount required to earn 6 per cent on pr()perty 

investm.elt ..................................... . 
A<klitionalrevenue r.eq.uired to ea.rn 6 per cent. ... . 
Percentage ofincrea.sem freight revenue necessary 

for return of 6 per cent on property investmw .. 
Re"'enue per lllila ...........•....••...••••.•.••.••• 
Property investment per mile.~- ••.......•........ 

A.PPEKDIX F. 

I y..,. ondod 
Dec. 31, 1917. 

~ 307 654 
160: 83s: 866 
66,213,729 

783,360 259 
547,396:215 

235,96!,644 
40,646,216 
7,603,454 

1873 709,380 
'3, 6S4, 4~15~~ 

'221,067, 679 
33,3;58,299 

11,942 .... I 
56, ill 

$1, ""'· "'· , .. I 338,583,194 
132, 855, 630 

J.,609,S70.,.1B81 
1, 000., 683, 8M 

538,886,324 
'88, 161, '021 
10,805,841 

439, 919, 462 
.7) 895, 593, 033 

S.Sl 

47~ 7.35,.582 
~,.S1o,uo 

~.g7 
12,-521 
m,w 

Year ended 
Dec. JJ.., 1918. 

'$660, 00'2, 9"oJ3 
187,717,757 

71,Q94,222 

918; 004, 9!2 
75S, 926, 587 

159,978, '355 
39,839,932 
7,354,00 

112,784,382 
B, 726, s753:ncci 

2?...3,532,5-15 
U0,798,16i 

1~.79 
'1.4.,009 
56,812 

11, '34{), '238, 125 
394, 083, 490 
141,733,982 

l, 876,055, 5'irl 
l,-t62, 319, 712 

413, 735, 885 
:88,092,082 

3,036,115 
322, 607,688 

.8~ 029,323, 818 
4.02 

481,759,m 
159' 1Sl .. l7!U 

1Lil7 
H,559 
62,Sll 

Incom~ a<JC{Jtcnt of -all (Jltts8 1 -railroBds {all territorie8) f01' ~ munt1l8 
end-ed Bept. so) D19, property itJ.-.-estm.et~.t, per rceat net rewf'» be.ar~ 
theretO:. tJWI,OUttf fl.Ue88<U"fl fo 1field G 'retJu"n. 01:& OOsis <Of lf'atc 0( l) 1)131' 
cen.t 'fHW a.mnnn, nn-d aUiti<J.nal. r~fl.ue ~ed:, a.Zao "Pei'Centage 
(,hereof W freight ret:ettue ~0 .earn at rate ror ,6 !per vent Oft. 'J)TOperty 
investment. 

~·eight revenue--------------------------------- l2,543,74~,223 
Pa£ enger revenue--------------------------- 875, 169, 931 
Orner TeveDUe---------------------------------- 280,559,314 

Total o_pernting revenoeS----------
'il'ot.s.l operating expenses---------------

Ket oyerating reven~e---------------------
Ta.x~-------------------------------·-
Rents, ~tl!-----------------~-------------
Net reVurn--------------------------------------
Property investment (nt Dec. 31, !918)---------
Per 'Cent of net retUTn ·on p:roperty investment_ ____ _ 
Equll.l to_, per annum--------------------
Amount necessary fur 9 months to yield a rate .of 6 

per cent per annum on investment---------
Additional revenae needed (reqUiring lncrease i:n 

freight rates) to earn rate of 6 <per eent })er annum 
on inYestment--------------------------------

P-ereentage of i.nerease in freight Tevenue required to 
earn at rate of 6 per cent per annum un lnvest-
IDent-----------------------------------------

Revenues per mile 'Of line----------------------
Im-estment per mile or line------------------
!Illenge operated-------------------------------

2. 699. 478, !l6B 
3, 13{}, 891. 4_17 

568,587,051 
~37, 493,644 

Dx. 25, t"-36, 240 
395,457,167 

18,08!1,834,944 
'2.19 
'2. '92 

'81'3,811.,513 

4.1S.-360,406 

1'6 • ..(5 
16, '2!!5 
79,31.5 

--228, 01~.1)8 
Iucome account of railroails in otficial classification territorjJ jot· 9 months 

ended Sept. so, 1919, property investment, per C(}nt net return b-ears 
't,lwre:to, amotm:t ncce8sarJJ to .yiela a .r.etu.z-n on ba.si8 of rate of 6 per 
ant per a1mvml a'lrd adaitio:nal -.revenue 3~ceed.ed.., al.!o 1)ercenta-gc 
tlteroot to f1'ei{}lu: revenue to earn nt rate of 6 per cent .o» 1Jropertu 
in 1:estmmtt. 

"NEW BKGLA...'ti> -DlSTlUCXS. -

Fxeight xevenne -------------------- '$99, 406, 433 
Pa .enger reven.ue-~-------------------------- 64, 3().3, 458 
Other revenue------------------------------ 19, 102., 2ll8 ----------------

'futal op&ating revenues_____________ 182, 8~, 13'9 
To·tal operating expenses------------------------- 187~ 246, .9&3 --------

Net operatlnq revenue------------ 15.-625.156 
TaxeS--------------------------------------- 6,321,~57 
Rent:s, E:tC--------------------·-------- Dr. -3, 227, .290 
Netreturn------------------------------------- £,~7~,609 
Property investment (at Dec. .31, .191.8)------- 7M. 947,2'67 
Per cent of net return on propru:ty investment_____ rO. 8 
llllqu l to per annuiD---------------------- l...QT 

Amount :necessn.ry for 9 months to yield a rate of 6 
per cent per annum on investment ____________ _ 

Additional revenu~ n~ed {r~uiring increase in 
freight rntes) to earn rate of 6 ~ cent pe:r annum on investment ________________________________ _ 

Percentage uf increase in treight revenue required to 
earn at r.ate of 6 per cent per annum on investment_ .Revenues per mile of line _______________________ _ 

itr~Stm{'nt per mile of line------------------
eage operated -------------------------------

EXCEPT NEW ENGLAND LINES. 

Freight rovenue -------------------------------
Passenger :revenue---------------------
Other revenue ----------------------------

Total operating revenues------------------
Total operating expenses-------------------------

Net operating revenue---------------------

~~f]i~~~~~~~~~~~~~:~~~~~~:::::::::::::::::: 
Property investment (at Dec. 81. 1.918) ---------
Per cent of net return on property investment_ ____ _ 
Equal to,. per nnnum-------------.--------
Amount necessary for 9 months to yield n rate of G 

per cent per annum on investment _____________ _ 
Additional revenue needed (requiring increase in 

freight rates) to earn rate ot 6 per cent per 
annum on inv~ent-----------------------

Percentage of increase in freight revenue required to 
·earn at rate ~t 6 per cent per JUtnam on invest-ment_ ________________________________ _ 

Revenue ll-er -mile of line-------------------------
Investment per mile ~f line-----------------------Alileage operatea__ _____________________________ _ 

AU:. !WIDS. 

$33,D72,627 

27,896,018 

28.06 
'22,85 
94,365 

8,000.30 

$1,116,83G,476 
343,006,471 
129,037, U4 

1,588,880,091 
1,37'3,791,870 

215,088,221 
52,056,791 

Dr. lG, 1)33, 713 
146,097,717 

7, 1.51, 32.3, 881 
2.04 
2. 72 

321,809,575 

175,711,.858 

15.73 
28,650 

128,951 
[)5,457.52 

Freight -revenue,_______________________________ $1, 216, 242, D09 
Passenger revenue----------------------------- 407,369.929 
Other revenue---------~---------------------- 148,~9,392 -------

a.'<> tal qperating revenues________________ 1, 771, 752, 230 
q'otal operating -expenses____________________ 1, 541, 038, 854 

.Net operating rev~nne _________________ · 230. 713, 376 hxes________________________________ 58,'378,047 

Uents, etc ______ ------------------------- 'Dr. 20, 161., 002 
Net return -------- 1.52,174, '327 
Proverty investment (at Dec. 31, 1918) ------------ 7. 906, 271. ~48 
Per cent of net :return on property iDvestment______ 1. 92 
Equal to, per rulllum-----------------~--- 2.. 56 
Amount necessary .for 9 months to yield a rate of 6 

per cent per annum on investment_________ 355~ "7.82,. .202 
.Additional revenue needed (requiring increase in 

freight rates) 1:o earn rate o! 6 per l:'ent per annum 
on investment-------------------------------

Pereentage of incre!tse in freight revenue required to 
earn rate of 6 per cent per annum on investment __ _ 

'Re~nues 1Jei' mile of line _____________________ _ 
Investment per mil-e of line_ ______________ _ 

llileage· ·operated--------------· -------------

203~ '007, 875 

16.74 
27,92(} 

124,591 
16'3,457.82 

Income a-eootr11't -of r~tilrottds iu 8ou'fkern elassi(ioation 'te-rritof'11 for 
9 months ended Sept. so, 'JSI!J~ property inve3"tment, per cent net return 
6eun 'th-ereto, am:ount n~aru to 1/i-eld 11 -rettc1"!l 'fm b~Uia ot ""au of 6 
i!J)er ~ pe1· anaum, .and additional t·evenue needed, also percentage 
~ereof to t~·eigJtt revenue to earn at rate of '6 per cent on property 
•m;est.eat. 

Freight .:revenue__________________________ $308, 453, 2ll3 
Passenger reV~enue------------------------- 1.22, 780~ 099 
Other revenue_______________________________ '31., 369,415 

'l'otal operatizrg revenues------------------ 462, 602, 807 
'l'otal operating expenses-----·--------------- 408, 327,872 --------

Net operating Tevenue_ ____________ -------- 54, 274;, '935 
"!rax-()B----------------------------------- 16.724, 2'37 

I ~~t:e~~:.:.=--=.:.-=:.::::::::.:::.=.==:::.-_::::.:.::.: Dr a~: ~~; 5~~ 
.P..roJJerty investment {at Dec. .31, 1:9:18)----- '2, 149, 239, 978 
Per cent of net return on property investment______ 1. 64 
Equal to. per .annum----------------------·- 2. 19 
Amount necessary for ll months to yield a :rate of 6 

per cent per annum on in~Vestmen~------- '9G, 11.5, "W9 
Additional revenue needed (requiring ine:rease in 

.freight rates) to earn rate of 6 per ce:nt per .annum 
on investment------------~-------------------

rercentage of increase in freight re:venue required to 
earn at rate of 6 per cent _per annum on investment_ "Revenues per mile of line_ ______________________ _ 

l:n'vestment per .mile o! Jine----------------------
11J.leage ~perated---------------------------

G1,491,2Df? 

19.94 
12,319 
57,236 

'37,-550.55 

1n.come llMOU11t of railroalls in western classification territory for 9 
~on:th-3 ~ndeit :Sept • .SO, JJJ:I!J, property inveBtment, per cent net retr1rn 
~al'S thereto, amount necetrSartJ to yield tt return {Jn b~t8i8 of r-at~ ot 
.r; per .cent ~cr annmn, and additiona' revenue needed., also percentage 
~he1-eot to treigllt revenue to earn 'tlt n1te of 6 pet· cent on 1JTopertv 
investment. 

TRA1\SCONT1!\E:\~11L LIXES. 

li'reght 'l'~venue--------------------- $fi8, 7&5, o ' :J 
Passenger revenue----------------------- .14:0, 669, 849 
Other revenue ---------------------- 41, 2.t9, 99"9 

Total o~ratlng revenue_____________ 600, 655, 537 
Total operating expenses-----·------------- 454, ~68, 121. --------

Net operating revenues----------------- ~4.5, ~~. 416 
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Texas-----------------------------------------
Rents, etc.•-------------------------------------Net return _______ _____________________________ _ 
Property investment (at Dec. 31, 1918) __________ _ 
Per cent o! net return on property investment_ ____ _ 
Equal to, per annum ____________________________ _ 
Amount necessary for 9 months to yield a rate of 

6 per cent per annum on investment_ ___________ _ 
Additional revenue needed (requiring increase in 

freight rates) to earn rate o! 6 per cent per annum 
on investment---------------------------------

Percentage o! increase in freight revenue required 
to earn at rate of 6 per cent per annum on invest-
lllent----------------------------------------

Revenues per mile of line-------------------------Investment per mile o! line _____________________ _ 
Arlleage operated--------------------------------

SOUTHWESTERN LINilS, 

$28,462,900 
Dr. 1, 688, 733 

115,740,783 
3,560,058,225 

3.25 
4.33 

160,202,620 

44,461,837 

10.62 
13,145 
77,912 

45,693.11 

Freight revenue---------------------------------~ $93,940,585 

gt~~~n~!~e~~~e~~~~~==~=========~===::::::::::::: 3f;~¥~:f~~ 
----------------

Total operating revenues___________________ 136, 286, 924 
Total operating expenses------------------------- 121, 434, 7~ ----------------

Net operating revenue-----------------~--- 14,852,182 
Taxes----------------------------------------- 4,950,261 
Rents, etc-------------------------------------- Dr. 2, 848, 136 
Net return------------------------------------- 7, 053, 785 
Property investment (at Dec. 31, 1918)____________ 742, 889, 819 
Per cent of net return on property investment_____ 0. 95 
Equal to, per annum____________________________ 1. 27 
Amount necessary for 9 months to yield a rate of 6 

per cent per annum on investlllr·-lL_____________ 33, 430, 042 
.Additional revenue needed (requiring increase in 

freight rates) to earn rate of 6 pe!." cent per an-
num on investment _____________ ------------ --

Percentage of increase in freight revenue required to ' 
earn at rate of 6 per cent per annum on invest-
ment-----------------------------------------Revenues per mile of line _______________________ _ 

l :lV<.stlllent per mile of line _____________________ _ 
Mileage operated---------------·-----------------

WESTERN LINES. 

26,376,257 

28.07 
8,884 

48,424 
15,341.35 

Freight revenue--------------------------------- $506,367,747 
Passenger revenue_______________________________ 169,686,907 
Other revenue---------------------------------- 52,126,316 --------

Total operating revenues------------------- 728,180,970 
Total operating expenses_________________________ 605,326,828 

----------------
Net operating revenue--------------------- 122,854,142 

Taxes------------------------------------------ 28,978,199 
llents, etC--------------------------------------- Dr. 8,612,174 
Net return-------------------------------------- 85,263,769 
Property investment (at Dec. i$1, 1918~------------ 3, 726, 375,774 
Per 'Cent of net return on property investment______ 2. 29 
Equal to, per annum_____________________________ 3. 05 
Amount necessary for nine months to yield a rate 

o! G per cent per annum on investment__________ 167, 686, 910 
Additional revenue needed (requiring increase in 

freight rates) to earn rate of 6 per cent per annum on investment _________________________ _ 
Percentage of increase in freight revenue required to 

earn at rate of 6 per cent per annum on invest-
ment---------------- ------------------------Revenues per mile of line _______________________ _ 

Investment per mile o! line ______________________ _ 
btileage operated--------------------------------

ALL ROADS. 

82,423,141 

16.28 
11,038 
56,487 

65,969.25 

Freight revenue--------------------------------- $1,019,053,021 
Passenger revenue------------------------------- 345, 019, 903 
Other revenue----------------------------------- 101,050,507 -----------

Total operating revenues------------------- 1,465,123,431 
Total operating expenses------------------------- 1,181, 524, 691 

Net operating revenues_____________________ 283, 598, 740 
Taxes------------------------------------------ 62,391,360 
Rents, etc-------------------------------------- 13,149,043 
Net return-------------------------------------- 208,058,337 
Property investment (at Dec. 31, 1918)------------ 8, 029,323, 818 
P e r cent of n e t return on property investment______ 2. 59 
Equal to, per annum---------------------------- 3.45 
,Amount necessary for 9 months to yield a rate of 6 

per cent per annum on investment_______________ 361, 310, 572 
A(hlitional revenue needed (requiring increase in 

freight rates) to earn rate of 6 per cent per annum 
on investment--------------------------------

P er centage of increase in freight revenues required to 
earn at r-ate of 6 per cent on investlllent_ _______ _ 

.Revenues per mile of line ________________________ _ 
Investment per mile of line ______________________ _ 
Mileage operated--------------------------------

Roads included in territorial statements. 
Official classification territory (New England lines) : 
Bangor & Aroostook. 
Boston & Albany. 
Boston & Maine. 
Central New England. 
Central Vermont. 
Grand Trunk in New England. 
Maine Central. 
New York, New Haven & Hartford. 
Rutland. 
International Ry. of Maine. 

153,261,235 

15.04 
11,536 
63,221 

127,003.71 

Official classification territory (except New England lines) : 
Ann Arbor. 
Baltimore & Ohio. 
Bessemer & Lake Erie. 
Buffalo & Susequehanna. 
Buffalo, Rochester & Pittsburgh. 
Chesapeake & Ohio. 
Central R. R. of New Jersey. 
Chicago & Erie. 
Chicago & Eastern Illinois. 
Chicago, Indianapolis & Louisville. 
Chicago, Terre Haute & Southeastern. 
Cincinnati, Indianapolis & Western. 
Cincinnati Northern. 
Cleveland, Cincinnati, Chicago & St. Louis. 
Cumberland Valley. 
Delaware & Hudson. 
Delaware, Lackawanna & Western. 
Detroit & Mackinac. 
Detroit, Toledo & Ironton. 
Detroit & Toledo Shore Line. 
Erie. 
Grand Rapids & Indiana. 
Grand Trunk Western. 
Hocking Valley. 
Kanawha & Michigan. 
Lake Erie & Western. 
Lehigh & Hudson River. 
Lehigh & New England. 
Lehigh Valley. 
Long Island. 
Michigan Central. 
Monongahela. 
New York CentraL 
New York, Chicago & St. Louis. 
New York, Ontario & Western . 
New York, Philadelphia & Norfolk. 
New York, Susequehanna & Western. 
Norfolk & Western. 
Pere Marquette. 

'-Pennsylvania Railroad, East. 
Pennsylvania Railroad, West. 
Pittsburgh & Lake Erie. 
Philadelphia & Reading. 
Pittsburg & Shawmut. 
Pittsburgh & West Virginia. 
Pittsburgh, Cincinnati, Chicago & St. Louis. 
Toledo & Ohio Central. 
Toledo, Peoria & Western, 
Toledo, St. Louis & Western. 
Ulster & Delaware. 
Virginian. 
Wabash. 
West Jersey & Seashore. 
Western Maryland. 
Wheeling & Lake Erie. 
Southern classification territory: 
Alabama & Vicksburg. · 
Alabama Great Southern. 
Atlanta & West Point. 
Atlanta, Birmingham & At1antic. 
Atlantic Coast Line. 
Carolina, Clinchfield & Ohio. 
Central of Georgia. 
Charleston & Western Carolina. 
Cincinnati, New Orleans & Texas Pacific. 
Florida East Coast. 
Georgia Railroad. 
Georgia, Southern & Florida. 
Gulf & Ship Island. 
Illinois Central. 
Gul!, Mobile & Northern. 
Louisville & Nashville. 
Louisville, Henderson & St. Louis. 
Mississippi Central. 
Mobile & Ohio. 
Nashville, Chattanooga & St. Louis. 
New Orleans & Northeastern. 
New Orleans Great Northern. 
Norfolk Southern. 
Richmond, Fredericksburg & Potomac. 
Seaboard Air Line. 
Southern Railway. 
Southern Railway in Mississippi. 
Tennessee Central. 
Yazoo & Mississippi Valley. 
Western territory (transcontinental lines) : 
Arizona Eastern. 
Atchison, Topeka & Santa Fe. 
Great Northern. 
Los Angeles & Salt Lake. 
Northern Pac.i1ic. 
Northwestern Pacific. 
Oregon Short Line. 
Oregon-Washington Railroad & Navigation. 
Southern Pacific. 
Spokane, Portland & Seattle . 
Sunset lines : Galveston, Harrisburg & San .Antonio; Houstm & 

Texas Central; Houston, East & West Texas; Louisiana. Western; 
Morgan, Louisiana & Texas R. R. & Steamship; Texas & New Orleans. 

Union Pacific. 
Western Pacific. -
Western territory (southwestern lines) : 
El Paso & Southwestern. 
Fort Worth & Denver City. 
Fort Worth & Rio Grande. 
Gulf Coas t lines: Beaumont, Sour Lake & Western; New Orleans, 

Texas & Mexico; St. Louis, Brownsville & Mexico. 
Gulf, Colorado & Santa Fe. 
International & Great Northern. 
Kansas City, Mexico & Orient. 
Kansas City Southem. 
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LouiRiana & Arkansas. 
Midland Valley. 
Missouri & North Arkansas. 
Missouri, Kansas & Texas of Texas. 
Missouri, Oklahoma & Gulf. 
St. Louis-San Francisco & Texas. 
St. Louis Southwestern. 
St. Louis South"estern of Texas. 
San Antonio & Aransas Pass. 
Texas & Pacific. 
Trinity & Brazos Valley. 
Vicksburg & Shreveport & Pacific. 
Wichita Falls & Northwestern. 
'Vestern territory (western lines) : 
Chicago & Alton. 
Chicago & North Western. 
Chicago, Burlington & Quincy. 
Chicago Great Western. 

Chirogo, lfilwaukee & St. Paul. 
Chieago, Penria & St. Louis. 
C:h'i.eago, Rock Island & Pacific. 
Chkago, St. Paul, Minneapolis & Omnba.. 
Colorado & l::)outhern. 
Denver & Rl.o Grande, 
D enver & Salt Lake. 
Duluth & lron Range. 
Duluth, 1\lissabe & Northern. 
Duluth, South Shol'e & Atlantic. 
Elgin,· J1:>liet & Eastern. 
Minneapolis & St. 'Louis. 
Minneapolis, St. Paul & Sault Ste. Marie. 
Mineral Range. 
Missouri, Kansas & Texas. 
Missouri Pacific. 
St. Louis-San Francisco. 

~ETAILS HOM: VBI0H APPENDIX F IS COlU'ILED. 

Statement of net income for 9 months enileil Sept. ,0, 191~ otrr:ilroada in vJ1jciGl clasaijication t.erritmy (New Englt&nillinea), p. ropertv inve:stment, per cent of mt return on propert!l 
investment, net income required to earn return at rate OJ 8 peT cent per annum on ']11"0perty invmment, and resuU8 after an increase in freight revenue qf i8.{)S per &ent is .tffe~il. 

Road. 

Net income 
9months 

ended St!pt. 
30,1919. 

Property 
an vestment 
(at Dec. 31, 

1918). 

Percent 
olnet 

return on 
property 

investment. 

Net income 
required for 9 

montbs to 
earn rate ol 6 
per .cent per 
annum on 
property 

investment. 

Results after increasing freight revenu.e 28.01 
percent, being the increase necessary to earn a 
return at rate of 6 poc cent per .annum. 

Excess over Addi1ionru 
requirements. requirements. Net income. 

Bangor & Aristook ................................ u-·-···· 146,868 $30, 172,'818 0.16 $1,357,776 1845,876 $511,900 ......... - ....•. 
:Bost on&Albany ............................... u······... l,l73,4g2 ~9,231,657 1.98 2,665,560 -4,094,'1H4 ................ $1,t%9,3 t 
Boston & Maine ........................... ~-- .. ········- a1aos*856 211,567,905 1. 55 '9,520, 555 U, 889,90! . •.. . • 2 '36!1 349 
CentralNewEngland...................................... 106,'989 27,320,263 ............ 1,229,ill 1,134,014 · · ""05,393" ....... .' .... : .. . 
CentralVermont........................................... t716,634 17,397,035 ............ 782,867 150,795 '632,012 ..... ·---······ 
Grand Trunk inNewEngland............................. ~~1,407743 9,0911 108 .•...•...•.. 400,100 1195,081 604,181 ~--·-·-·······-· 
MaineCentral. .......•.... _................................. 59,538,637 ...•... . .... 2,533, 7.39 1,21H,l85 1_,.389,554 ...•.•••.• .•...• 
New York, New Haven & Hartford .................... ~··· 4,361,47& 308,499,.318 1.41 13,882,~59 14,112,064 -······-~~ •. 

61
--

0 
.. ·-···-- ··22··-'·5·9·5· 

Rutland ................. -···-···.......................... 120,411 23,805,(}59 .51 1,071,255 6!5,645 ,._v _ __ 
InternationalRailway ofMaine............................ 1407,723 8,219,867 ····-······· 369,89i 12,291 372,185 ••••. ···--····· 

I----------!----------~-------1----------I----------I----------I---------
Total ...................... -~···~··-................ 6,:076,600 rn,947,267 .80 33,972,627 33,971),().)5 

1 Deficit. 

Statement of net income for 9 months ended Sept. SO, 1919, of railroads in official cltuaificatfo:nterritorv '(acept New England lines), property investment, per cent of mt return on 
property investment, net income required to earn return at rate of6 per cent pr:r annum on property ;investment, tmd remlta after <m inererue in freight Tet•enue.oj 15.13 per cent 
is effected. 

Road. 

Net income Results after increasing freight revE'nuc 15.73 

Per .cent required !or 9 _per cent, being the increase necessary to earn .i 
Net income.. Property o!net months to return at rate of 6 per cent per annum. 

9montils investment return on eamrateo!6 
;ended Sept. (at Dec. 31, property percent per 

BO, 1.919. 1918). annum on investment. property Net income. E:reess over Additional 
investment. requirements. requirements. 

Ann Arbor ................................................ . 
Baltimore & Ohio ......................................... . 
Bessemer & Lake Erie .............................. - ..... . 
Bu1Ialo & Susquehanna ... - ............................ ··-· 
:Bu1Ialo, Rochester & Pittsburgh •••.•.•.•••.•••.•.•.•••.... 
Chesapeake & Ohio .. -------······- .................... ---· 
CentralR. R. of New Jersey .............................. . 
Chicago & Erie- .• . __ ·-·-. __ .............. ~--~· .. ····~·--··-
Chicago & Eastern Illinois ................................ . 
Chicago, Indianapolis & LouisviUe .•• _ ................... .. 
Chicago, Terre Haute & Southeastern .. -~-. -~ •..• _. ·- •..•. 
Cincinnati, Indianaoplis & Western ............. ~ ......... . 
Cincinnati Northern .. -·. ____ .. _ ... _ ..... _ ................ -
Cleveland, Cincinnati, Chicago & St. Louis ..•.•••••••.•.•.. 
Cumberland Valley ....................... - •• - ............ . 
Delaware & Hudson •... .. ----······· ..................... . 
Delaware, Lackawanna & Western ........................ . 
Detroit & Mackinac. _____ -· .... . ... •.......• •.•.•...• -- ~---
Detroit, Toledo & Ironton ............................... .. 
Detrcit & Toledo Shore Line ............. ---····· .. -··--·--
Erie ....... ---.- .... ---- ·- · · ·····-····· ···-···· .. •••• ·••• · · 
Grand Rapids & Indiana ................................ .. 
Grand Tnmk Western ......................... ·-. ·~ ...... . 

~~~v:n:lcitiiali::::::::::::::::: ::::::::::::::::: :~:: 
Lake Erie & Western ..................................... . 
Lehigh & Hudson River .................................. . 
Lehigh & New England .................................. .. 

~~~~::~~}:_:: ::::::::::::::::::::::::::::::: :::~~:::: 
Monongahela. ...... ··-- •••.• ·-_ .... ·- ................... .. 
New York Central._ ...•• _ ............. -~- ................ . 
NttwYork, Chiear;o & St. Louis ...•••••••••.•.•••••••.•••.• 
New York, Ontario & Western ... -........................ . 
New York, Philadelphi!\ & Norfolk ....................... . 
New York, Susquehanna & Western ..................... .. 
Norfolk & Western ........................................ . 

~'!!:~~~::=~= ==~~~ ~ ~~~~ ~ =~~~~~~~~~~~~==: 
Philadelphia & Reading ....... ···--·- ........... .......... . 
Pittsburgh & Shawmut ................................... . 

$393,893 117,664, sao 2.23 ~94,905 $779,341 ............. . .......... $15,564 
.3,178,338 633' 381' 906 .50 28,502,185 18,619,725 ··-··ii;398;678- 9,882,460 
.2,354, 661 ~.965,045 4.36 2,(2~,427 3,827,105 . --- .... -487,-655 
~~~:~~ 10,633,070 --·········· 478,488 19167 ........................ 

66,439,837 ---·-·····-- 2,989, 770 663:239 . ---- '2;465,' 8i7. 2,326,531 
S,U2,'932 263,916,160 3.09 11,876, Zl.7 14,.342, 044 ········ · sii;o~ i,940, 765 145, 329,949 1.33 6,539,848 5,7.28, 795 -·····-· ............ 

281,787 32,749,179 .86 1,473, 713 1,249,4.82 ..................... 224,231 
.1742, 921 84,266,677 .................... 3,792,000 1,362,866 . .................. 2,429,134 

602,510 -41,249,380 1. 45 1, 856, 2Zl. 1,553,638 .................... 302,.584 
1213,151 24,946,968 ... .............. 1,122,614 225 945 ..................... 896,669 
1387J341 14,489,108 -· .. -""7.'ii- 1>52, 010 1140:969 . -...... 436; 527. 792,979 
.363,384 5,108,776 229,895 666,422 .................. 

10,216,701 i96, 966,776 5.J.9 8,863,505 15,919,800 7,056,295 .................. 
.281,191 11,627,369 2.42 523,232 801,872 278,640 ................... 

1,7i4, 698 110, 122, 794 1.59 t,955,526 5,179 229 223,703 ................. 
s,m·~ 228, 631' 125 3.80 10,~·~! 14,695,350 4, 405,94.9 .... -.- "278; i5i 

J·m·~, -------- ... -. 19,105 ----------------
1 ffl

1

233 1,024:653 196,538 1, 121,191 
7~398 4;794: 901 ·- .... ia-59. 215,771 }.076,422 · · · · · · · · aoo; 6.5i · ...... io;i2i,'a55 1179,252 a98, 820,302 

- ···- ·-i~54 -
17,946,914 ,825,549 .......................... 

364,222 .23, 591, 2u9 1, 061,007 980,166 .. -... i; 954,' 647. 81,44.1 
2,314, 000 50,841,581 4.55 1!,287,671 4,242,518 ...................... 
1,433J 915 48,132,337 2.98 2,165, 955 2,558,693 392,738 ·········4oo;729 132 532 20,9ll,837 .63 941,033 .540,30t ................. 

138' 022 45,760,192 ....... i67" 2,059,209 :93z}986 ...... 1,123,223 
235:203 6,403,484 288,157 '5 ,248 ·2a7;wi· ················ 580,528 14,939,455 3.89 672,276 992,926 320,650 ....... i;ioo;&ii 2,762,501 .217, 948,126 1.'27 9,807,666 8,701,025 ······-········· 2~980,730 83,892,005 3.55 3, 775,14.0 3,689,639 · · · · · ii; ioo; 951 • 85,501 

12,:·&~ 158, 819,303 7.84 7,146,869 18,307,820 ................ 
16,690,354 4.81 751,065 1,182,567 4.'31,501 ················ 34,698:409 983, 001' 939 3.53 M,235,085 f4, 779,937 10, 544., 851 ················ 3,456,461 73,976,2ll 4.67 3,328,929 5,919,155 2,590,226 · · · · · · · 2; 27i,-tiis· 1,078,657 ·91, 050, 503 1.18 4,097,273 1,825,655 ·······-rn;976-669,lll 11,599, 398 5. 77 521,973 1,393, 949 ....... i;Si.; 775 

1 i6,005 39,008,531 ·······2:si· 1 755,384 2!6,609 -···-2;208;862" 8,120,570 ~,247,036 13:016,117 15,224,979 ······--······ S,Z30,161 102, 184, 660 5.12 4,598,310 8,203,500 3,605,280 ....... 2;003;540 15, 457 J 56.2 1, 037, 192, 695 1.49 46,673,670 43,710,130 · · · · · · 4; o7o;S«· 6J869, 133 259,214,694 2.65 11,664,661 15,735,505 ···---·-··· ........ 
2, 759,655 75,637,321 3.65 3,403,679 5,541,954 2,138,275 

-~·· ... -. 792;355 2100,895 212,!m,658 .96 9,577,425 8, 785,070 ······--···· ..... 
,167,442 13,358, 527 ············ 601,134 139,502 .................. 640,635 

l Deficit. 
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Road. 

Net income 
9months 

ended Sept-. 
30, 19.lik 

Property 
investment 
(at Dec:..31, 

1918}. 

Pittsburgh & West Virginia................................ 1 $535, !J03 S28, 912, 046 
Pitts bur~ Cincinnati, Chicago & St. Louis... •.•.••••• -~·- 2, 820,832 2~ 619,666 
Toledo & vhio Central __ •••••••• ·-·····-··········--···· 1031742 29,933,47:.0 
Toledo,.Peoria & Western.. ........ ·-·~·············- ···-~ 1154,574 10,021,07.1 

Percent 
of net 

return on 
property 

investment. 

1 ~15 
..35 

···-·· L"ii. Toledo, St. Louis & Western ..•.•••••. ~- ..•••..... ___ .... 471,.553 4.0, 461, 078 

~1~;;~~~:::::~::::::::::::::~-=~:::::::::=u:: ~~~ ~i~ •••ooui]" 
WestJersey&Seashore ..••••••••••• ·--··················· 593,039 !4,159,..280 2.45 
WestemMaryland .................... ~··········---···· 74,.343 137,729,521 .05 
Wheeling & Lake Erie·-········~~-· .••... ···--·--- 811,.635 77,.625.1 006 1._11 

Net income 
required for 9 

months .to 
earn rate of 6 
percent per 
annum on 

property 
in vestment. 

U,301,042 
11, OO'Z,.885. 
1,.347,006 

4.50,.946 
1,820,.299 

26.1,836. 
4,.199,.615: 
9,.358,77J. 
1,.087,,1G8 
6,.197,..828 
3, 493.,,125: 

' 

Results after increasing freight revenU£ 15.73 
per cent, being the increase necessary to earn a 
retum at rate of 6 per cent per annum. 

Net income. 

~::. 
1,.lJ29, Z39 

1 «t.382. 
1,.284,501, 

1.43_,1n 
2,874,139 
4,117,.300, 
1,007,603 
1,514,..295 
2,134,552 

Excess over I Additional 
requirements. requirements. 

..................... Sl, 710,632~ 

.......... -.c.-- .. -- .. 959,41iti: . 

-·----··---·-··- 317,767 _________ .._ __ .. 
(95,328' 

---· ------ -··- ..... 535,79$ 

···-----·--·- ro7,oor 
··-------·-- 1,325,476 
·--··-·------ f,241,473. ............ _________ 

79,565 

·--·------·- -- 4,683, 533' 

------------- 1,~573. 
I------------I----------~---------I-----------~----------4---------~I-----------

Total.. ........................... _ . .. ....... ~.-·· 146._097, 717 7,154323,881 2:04 321,.809, .575 321, 776, 09.1 ---- .. -·---·- ----- ................... 

1 Deficit. 

Statement of mt income f/Jr fi monthJt ended Stpt. so, 1919T cf railroa.d.s in sou.thcTn cla:ssifttntio.n territllry, property inrc.stmm_ t, per unt.o[ net ntur-'4 em. property infiestment, 7ut. 
f:rlcome requirEd to &rn return at7'1ZU of 6 per cent per~ annum on property iJWe3'tment, an!l renlts af)er an incre~ue. in_f.r:eight rev.enue of 11Ul4-pe:r ct:'llt i.t e.ffex:J.erl. 

Road. 

~ ~r:a~~mr~::: ::::::::::::::::.:.:~: :::::::::: 
Atlanta & West Point .. ·······-··--··-·---········· ..... 
Atlonta, Birmi~am & Atlantic .......................... 
Atlantic Coast Lilla.----·----------········. 
Carolina, Clinchfield & Ohio ...•.......................•... 

~~t~;o:o~teri1 cru.o~~:::: ::::::::: ~= ::::: =~:::: 
Cincinnati, New Orleans & Texas Pacific ........•.......... 
Florida East Coast ......................................... 
Georgia R. R ... ·- ................................•........ 
Georgia Southern & Florida.·--········-··--·····---·-

rio!i!l~~~::::: :: =~::~~::~::: :: :~:::::: 
Louisville-& Nashville ....... --·--·_ •. -·· ..•.....•.... ·-
Lt?~lle,_ Henderson & St. Lonis. ·· -···-··········-··-·· 

~&r~£Pb~eg-~::·: :::::::::::::::::::::::::: ::::_::::: 
Nashville, Chattanooga & St. Louis_---~---·······-·-·· 
New Orleans & Northeastern ....•.. ·---~---········-··-··· 
New Orleans Great Northern.--~-·-· __ .......... ------~ 
Norfolk Southern.-················-·--·············-·-··--
Richmon'lrr Frcdecicksbu:I:g & Potomac __ ~ ...•.... -· ••. 

~~:i R~-~-~·.::::::::::::::~:::::=::::::::::=::_:-
~~~ ~nfra~-~~~~~::: :::::.:::::=:::: ::::::::.:::.::: 
Yazoo & Mississippi Valley •• _ ••• -- •• -~- •.•••••••• -~ ~. 

Total .. ··············-----~---·········-· -··- 1 , 
li 

Net income 
9months 

ended Sept. 
30, 1919. 

U19,405 
~27,624 
3~991 

1777,187 
4,339,684. 

867,J.H. 
1,209,512 

. ~~·~ 
E£5:618 
f87,127 
'i2, (81 
·38,645 
110036 

3, 739:167 
7,443,393 

1~~ 
1~875 

~·~ ' ~~~ 
2,284.:981 
1,939,992 
7/016,567 

101,776 
1366,858 

3,570,015 

35, 22.!, 503 I 

P.ropttty 
investment 
(at Decr. :n, 

1918). 

$5,799,434 
25,961,391 
4., 779,097 

39,554,663 
1~,017,431 
59,497,970 
73,885, m 
8,373,090 

4.6, 758,750 
52,734,311 
5,950, 798 

12,909,519 
14,427,842 
23,845,108 
~336,4M 
!<9,386,414 

,12ll, 96 
8,3Z2,..I21 

41,001,565 
42,Z34.,663 
l8,m,218 
1616ll,605 
at;525,612 
l0)~922 

183,949;.677 
487,458,780 

1,613., 750 
19)815, 7.12: 
Ul,l66,414 

2, 149, 239, 978 

1 De:ficit.. 
I 

P'erccnt 
of net 

return. on 
property 

investment. 

!?.06 
3.19 
8.00 

.............. - .... 
2:30 
1'.46 
1.64 
1. 77 
1. 57 
1.64. 

14.91 
.56 

................... 

....................... 
1.08 
2.50 
4.34 

.................. 

................ 
L40 
1.29 
.30 

...... 22:43" 
1.05 
1.44 

····-······ 
·······----.-

5.32 

L64 

I 

I 

I 

Net income 
required for 9 

months to 
earn rate of 
percent pa-
annumon 
property 

investment. 

~,975 
1,1!'.8,263 

215,059 
1~ 779,960 
8,~78i 
2,67 ,409 
3,324,860 

376,789 
2,104,144 
2,.37.3~044. 

267,786 
[80,928 
Ct9i253 

1,073,030 
15,540,140 
13,382,389 

365,440 
374,495 

?,144,..770 
I, 900,560 

&L">,965 
721,4D7 

1,418,653 
458,..501 

8,277., 735 
21,93.5,640 

72.,619 
891,707 

3,Q22,489 

96, ru, 799 

I 

I 

Results after increasing freight revenue 19.9!
per cent, being the increase necessary to earn a 
r eturn at rate of 6 per. cent p.m: annum. 

Net incomo I Ex~ess over · re.q.wrements. 

~386,284 $125,309 
1,885,221 716,958 

572,390 ~57, 331 
:226,791 

10,176,561 ······D:67o;777. 
1,661,571 ..................... 
3,105,584 ...................... 

477,393 100, 6().1 
2,440,362 336,218 
1, 728,490. 

~ -· -·. i;I75; 708. 1,443,4!» 
480,778 .......................... 
210,960 .. .......... .. .......... 
225,507 ·····-······ ....... 

14,779,4.12 ······s;w:oos· 18,592,427 
647,360 281,92) 
113457 ......................... 
£05~865- . ....... 576;070· 

2,478,630 
853,461 7,483 
298,403. ......... -·· ............ 
559 029 

2,~.997 · · · · · · 2~ 39r; 4.93 · 
5,..'l31,651 ..................... 

18,..599,-895 ......................... 
46,398 -................. 

11()())122 -·····a;i19;86i. 6,-Zi2,350 

Additional 
requirements. 

..................... 

.......................... 
····· · ii;w:i;75i 
· ·· · · · · i; ois; 838 

219,276 
....................... -
·········c«;55i 
............. 

100 1W 
4.38:293 
847,523 
760, ni 

......... _ ............. 
··-----~%2 

1,338,905 
........ - .......... 
··--·-········ 

429 OM 
859:62t 

. -~. -·. 2; 746; Q8iJ 
3,335, 75ll 

26,221' 
991,829 

····---······· 
00, 7JO,OID ~~--. ·····-· .... · 1· -~···-!... ....... 

Statt:ment of '!let i71Come tor 9 months ended Sept. 80, 1919, of railroad11 in w~ clrusijicati.oi& territory (tramconti'llental'lines), property investment, per cent of net return on · 
'f!Toperty inr;estment, net income required to earn return at rate of 6 per cent per annum on- property investment, and result.! after an increase infrei!}ht revenue of 10.62 'Der cent 
1s ef!ectf.J. • 

Net income 
9 months 

ended Sept~ 
30,1919. 

Property 
investment 
(at Dec. 31, 

1918). 

Per cent 
of net 

return on. 

Net income 
required ·ror 9 

months to 
earn rate or 6. 
percent per 
annum. on 

Results after increasing freight revenue 10.62 
per cent, being the increase nec.essary tnearn.a 
return at rate, of 6 per cent per annum. 

Road. 

~=t. 
in~l~ Excess over Additional 

requicemenm. requirements. Net inco:me. 

Arizona Eastern_.......................................... $417,998 $20,197,778 2.01 ' $908,900 $643,456 
Atchison, Topeka & Santa Fe.. ........................... 25,897,394 732,988,251 3.53 32,984,471 35,121,371 

~~a~~!~~sait.tilke:::~===::::::::":~.:::::::::::~ 1g:~:lli ~:~?.m i~ . ~:~~~~ 1g~:~ 
Northern Pacific........................................... 12,371,141 498,673,006 2.48 22,440,328 17,898,602 
North we tern Pacific...................................... 838,953 66,790,116 L26 3,005,555 1,100,.592 
Oregon hort Line ................................••.. _.... 7,0.~,515 118,944,808 5.89 5,352,516 9,200r030 
Oregon-Washington R. R. & Navigation................... 2,689,385 161,384,739 1.67 7,262,313 4,.188,,167 
Southern Pacific........................................... 20,616,640 795, 4.64, 249 2. 59 35,840,891 29,220,874 

~~~~~~-~-~~~~~~~::::::::::::::::::::::::::::::: ~;~~&~i~ lgg;~~;~~ ~:~ ~:~l:~ ~:~t~~ 
Union Pacific............................................. 25, 4.07, 945 327, 0!2, 567 7. 77 14,716,916 31,585,476 
Western Paci1lc.. ........................................... I, 719,125 90,212,829 1.91 4,059,578 2,530,905 

· · · · ·n, iw: 9oo · ........ ~~: ~~ 
·· ··- ·-········· ~897,484 
---~---····· . 748,627' 
. ..•• •••••••.... 4,541, 726 
---------· 1,904,963 

3, 84.7., 514. ·-· •• ·- ~-- -· ..•• 
···-·····~······ 3,074,146 
. ----·-· •••• ·-·. 6, 620,01.7 

...... i;,?ci~ 004" ·-· ·-•.. ~~·-~ 
16,868,560 . ·-···· ........ . 

. .. . . ••••....... 1,528,GJ.3j 

TotaL .• __ •••...••.•..••......••.•••••.....•.•.••••.• 1---ns---, 7-4-0,-783--; --a.-560-,-058--.-225--l----3-.-.25--+~---1-6o-.-20-!2-,-620- :!:---16-0-, 2-1-o,-5-13-l·.-.-.• -.• -•• -.-. -. _-_-_ .-.-.1-------------------•• -. 
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Statement of net income for 9 months ended Sept. SO, 1919, of railroads in wutern classification territory (southwestern linea), property invur.ment, per cent of net return on 1!_ropert:J 

int'utment, net income required to earn return at rate of6 per cent per annum on property invutment, and result8 after an mcrease in freight revenue of B8.07 per cent is effected. 

Road. 

~· 

1!:1 Paso & Southwestern .•.....•.•.•••••.••..•••.•..••..... 
Fort Worth & Denver City ..•.•••.•••••••••.•••••.•.•••••. 
Fort Worth & Rio Grande •....••.••.••••••.••••••••.••••.. 
Gulf Coast Lines .............•.••..•.••.••••••.••..••.••••. 
Gulf, Co:orado & Santa Fe .....••..••••.•••••••••..•••••••• 
International & Great Northern .•.•••••••.••••••••••••••••. 
Kansas City, Mexico & Orient ••••••••••••••.••••••••••••.. 

~a:nC:Z t~;~~:::::::::: :::::::::::::::::::::::::::: 
Midland Valley .......•..•••••.•••••••••••.•••••••.•••.•••. 
Missouri & North Arkansas ....•.•.•••••••••.•.•.•.••.•..•. 
Missouri, Kansas & Texas of Texas .•••••••••.••.••••••••••. 
Missouri, Oklahoma & Gulf .....•.••••.••••••••...•••••••.. 
St: Louis-San Francisco & Texas .•••••••••••••••••.••..•••. 
St. Louis Southwestern ..........•••••••••••.•••••.••••••.. 
St. Louis Southwestern of Texas ••..••...••••••••.••••...•. 
San Antonio & Aransas Pass •••.•••••••.••.••••••••••••... 
Texas & Pacific ..........••••••••••••••...•••••••..••.•.••. 
Trinity & Brazos Valley ........••.•.••••••..•••••••.•••... 

~f~~~r~~fl~C:v?o~g:e:;:;::::::::::::::::::::::::::::: 

Net income 
9months 

ended Sept. 
30, 1919. 

$2,389,007 
2, 275,615 

121,219 
1,047,941 
1,083,455 
11,042,424 

1430,917 
968,696 

1177,184 
375,243 

:~·~ 
1691

7 
209 

1128:717 
1,862,642 
1979,304 
1764,521 

21626,956 
553,018 
348,280 

1180,171 

Property 
investment 
(at Dec. 31, 

1918). 

156, 138, 114 
25,650,941 
8, 126,716 

33,607,342 
61,530,229 
41,617,445 
28,742,252 
83,030,410 
12,203,522 
17,809,635 
18,071,940 
67,008,793 
8,195,025 

10,368,089 
72,451,320 
30,660,374 
24,456,142 

115,263,411 
11,436,556 
9,296,216 
7,225,346 

Percent 
of net 

return on 
property 

investment. 

4.26 
8.87 

............... 
3.12 
1. 76 

............. 

.............. 
1.16 

................ 
2.11 

............. 

............. 

.............. 

............... 
2. 57 

............... 

............... 
2.28 

.............. 
3. 75 

............. 

Net income 
required for 9 

months to 
earn rate of 6 
percent per 
annum on 
property 

investment. 

12,526,215 
1,154,292 

365,702 
1,512,330 
2, 768,861 
1,872, 785 
1, 293, 4{)1 
3, 736,368 

549,158 
801,434 
813,237 

3,015,397 
368,776 
466,564 

3,260,30) 
1,379, 717 
I, 100,527 
5, 186,853 

514,645 
418,330 
325,141 

R('sults after increasing freight revenue 28.07 
per cent being the increase necessary to earn a 
return at rate or 6 per cent per annum. 

N t . I Excess over e mrome. requirements. 
Additional 

requirements. 

$4,413,379 
3, 738,883 

1-43,887 
2,241,59-! 
3,924,695 

995,890 
1210,935 

3,292, 742 
141,758 
948,482 

1339,732 
2,M8,971 
1~·~ 

4,003:255 
132,571 

1176,257 
7{442' 745 

349,498 
778,391 
141,981 

Sl, 887, 164 .•••.••.••••••.• 
2,584,591 ··••·•••·······• .•. . •. . . ... . . . . . $221,815 

729,264 ··•·••·•••·•···• 
1,155,834 ·····••···••···· .•••..••.••••••. 876,895 

•••·•·•·•·•••··· 1,504,335 
•••••••••••• •••• 443,625 
........ i•7; {Hg" .••.••••• ~~~~ ~~ 
••••••••···••··· 1, 152,959 
•••••·••··••••·· 346,426 
•••••·•···•····· 836,202 . 
........ 742; 946" ......... ~~~~~ 
. . • • • . . . . . . . . . . . 1,412, 2 i 

...... z: 255; 892 ..•.•.•• ~~ ~:~: :~ 
··••··•······ .. . 864,143 

360,031 ··•··••·•······· 
..•• ... . .. . . ... . 183,160 

Total •••.•.•....••.•••.••..•••.•••••••••••••••••••••. 7,053,875 742, 889, 819 1 . 95 1 33,. 430, 0-121 33,425,435 1-···············1················ 

1Deficit. 

Statement of net income for 9 months ended Sept. SO, 1919, of railroads in western cla3sijic!Uion territory {western lines), property investment, per cent of net retur·n on properru 
inuatment, net·income required to earn return at rate of6 per cent per annum on property invutment ,and results after an mer ease in freight revenue of16.t8 per cent is effected. 

Road. 

~~~~ ~ ~~~~-wesieni::·.::::::::::::::::::::::::::::::: 
Chicago, Burlington & Quincy ....•.•••.•••••.•••.••••••••. 
Chicago Great Western. ..•....•••••••..••.••.••.••.••••.••• 
Chicago, Milwaukee & St. Paul •..•••••••••••..••••••••••••• 
Chicago, Peoria & St. Louis ................................ 
Chicago, Rock Island & Pacific .......•...••.•••••••••.•••.• 
Chicago, St. Paul, Minneapolis & Omaha ..••••••••••••••••. 
Colorado & Southern ....••.•.••.•.•.•..••.•••.•••••.•••.••. 
Denver & Rio Grande .••••••••••....••••••••••••••••••••••. 
Denver & Salt Lake ..•••••••••••••.••••••••••••••.•••••••.• 
Duluth & Iron Ran~ .•••.••••••.••••••••••••.•••.•••••••.. 
Duluth, Missabe & orthern. ..••••••••.•••••••••.•••••.••. 
Duluthj South Shore & Atlantic ••••••••••••••••••••••••••• 
Elgin, oliet & Eastern .•••••••.••••••••••••••.••••••.••••.. 
Minneapolis & St. Louis ..•......•..••••••••••••••••••••••. 
Minneapolis, St. Paul & Sault Ste. Marie ••.•••••••••••••••. 
Mineral Range •.••...••••...•••••••••••••••••••.•••.••.•••• 

~~:h~c~-~-~~~~:::::::::::::::::::::::::::::::::: 
St. Louis-San Francisco .•.••..••.••.••.•••••.••.•••••••.••. 

Netinrome 
9months 

ended Sept. 
30, 1919. 

$196,075 
11,428,716 
19,349,915 

976,512 
2,037,833 
1663,936 
7,022,600 
1,882,688 
1,303, 732 
4,079,076 

. 1675,978 
3,078,008 

10,230,271 
66,036 

3,015,854 
26,595 

3,465,239 
172,328 

3,428,389 
4,275,498 

10,812,974 

Property 
investment 
(at Dec. 31, 

1918). 

$123,647,555 
406,275, 150 
513,205,990 
70,000,000 

609,443,985 
8,321,279 

337' 810, 233 
80,408,355 
82,625,4.50 

180,244,717 
27,259,582 
29,929,305 
41,873,640 
48,510,603 
43,792,541 
70,460,4.52 

186, 111, 870 
3,547,852 

176,04{),953 
335,974,187 
350,992,075 

Percent 
of net 

return on 
property 

investment. 

0.16 
2.81 
3. 77 
1. 40 
.33 

·······2:03· 
2.34 
1.58 
2.26 

...... io:32· 
24.43 

.14 
6.89 
.04 

1.86 

······T95· 
1.27 
3.08 

Net income 
required for 9 
months to 

earn rate of 6 
per cent per 
annum on 
property 

investment. 

$5,564,140 
18,282,382 
23,004,270 
3,150,000 

27,424,979 
374,458 

15,201,461 
3,618,376 
3, 718,145 
8,111,012 
1,226,681 
1,342,319 
1,884,314 
2,182,977 
1,970,664 
3,170, 720 
8,375,034 

159,653 
7,921,843 

15,118,838 
15,794,644 

Results :>ft('r increasing freight revenue 16.28 
per C('n t, being the increase ro.eces'>aty to earn~ 
return at rate of 6 per cent per annum. 

Net income. 

$2,280.712 
22,368,0 9 
31,931,685 
2,670,653 

14,655,673 
1 514,304 

15,531,493 
3,980,505 
2,483,593 
6,845,361 
1400,431 

4,074,222 
12,659,407 

453,227 
5,108,997 
1,191, 761 
7,138,055 

16,778 
6,308,961 

12,031,398 
16,884,604 

E:xcE'ss over I Additional 
requirements. requirements. 

· · · · · i4: 085; 7o7 · 13,283,428 
.................. 

8, 837,415 ......... 479;3~7 .................... 
..................... 12,769,306 

··· ·····33o;ro2· 888,762 
................... 

362,129 ....... i; i34; 552 ..................... 
................. 1,265,651 

······2;73i;903· 1,627,112 
................... 

10,775,093 ·······i;729;75o 
······3;i38;333" 

·······i;97";95j .................. 
................. 1,236,97:} 
.................. 142,875 
.................. 1,612, 2 

······i;os9:ooa· 3,087,440 
.................. 

:"otal. •••.••.••••••••••..••.••••••••••••••••••••..••. 85,263,769 3, 726,375,7741 2.29 167.686, 910 1 167,700,439 ··············· ·!········ ........ 
1Deficit . 

. APPENDIX G. 
INTERSTATE COMMERCE COMMISSIO~, 

Washington, Novem,ber 7, 1919. 
Hon. FRANK B. KELLOGG, 

Dniteil States Senate. 
MY DEAR SE~ATOR KELLOGG: The inclosed statements show the net 

railway capital segregated as to stocks and bonds and the property 
investment of steam roads of Classes I, II, and III from 1910 to 1918. 
Switching companies are not included. The segregation between stocks 
and bonds as to net capital was not made prior to 1910. 

'Ihe net capital can not be given for Class I roads and their subsidi· 
arie. separately. The property investment of such companies on Decem
ber 31, 1917, was as follows: 

Class I operating companies---------------------- $14, 822, 227,582 
Nonoperating companies subsidiary to Class L______ 2, 939, 924, 545 

Tobli------------------------------------ 17,762,1:>2,127 
Although the corresponding figure has not been published in statis

tical I('ports prior to 1917, a close approximation can be made on a 
percentage basis as follows : 
Property investment of Class I roads and their tlonoperating subsidi· 

aries. 
Dec. 31-

1918-------------------------------------- $18,119,269,921 
1917-------------------------------------- 17,762,152,127 
1916-------------------------------------- 16,884,440,038 

June ao--
1916------------------------------------- $16,688,440,056 
1915 -------------------------------------- 16, 257, 146, 632 
1914 ------------------------------------- 15, 842, 127, 273 
1913-------------------------------------- 15,284,763,489 
1912-------------------------------------- 14,632,497,022 
1911-------------------------------------- 14,246,167,475-

As to the proportion of the roads under Federal control, it may be 
of assi:;tance to note that out of a total {If $932,607,366 net railway 
operating income for the test period approximately $91G,441,811, or 98.3 
per cent, represents all steam roads under Federal control of Classes I, 
II, and III and switching and terminal companies. 

Respectfully, GEORGI!! B. 1\IcGINTY, Secretary. 

Reported p1·operty investment of steam 1·oads of Olasses I, II, and III 
ana their nonoperating subsidim·ies. 

Dec. 31-
1918--------------------------------------- $19,005,065,28S 
1917--------------------------------------- 18,574,297, 73 
1916--------------------------------------- 17,842,776,668 

.June 3(}-
1916---------------------------------------
1915---------------------------------------1914 ______________________________________ _ 
1913 ______________________________________ _ 

1912---------------------------------------
1911------------------------~--------------1910 ______________________________________ _ 

17,689,425,438 
17,441,420,382 
17,153,785,568 
16,588,603,109 
16,004,744,966 
15,612,378,845 
14,557,81G,099 



1919. OONGRESSION AL BECXJRD-:SEN.ATE. 239 
Railwaycapitalofsteamroad.suf·Clluses I,II,·and lllandthelrmTirf.PeratiJlgsu;bsidiaries,· 

net amownt 'Mt held by,.ailway comp!lnies. 

Total. 

Dec. 31-
1917 .•••••.. $16,401,786,017 
J.916...-······ 16,332,578, 32 

lune3o-
1916. ·••••·· 16,336,300, 429 
l9.l.'i..--····· 16,307,602, ii80 
l.ll1A...~~-···· IS, 719,-600, 925 

l9l3... ••••••• 1o, 330, 131,446 
.l912. -~ ....... (15, 087,600, 6ii{) 
19Jl.. .••••••• 15,00S, 707,570 .19J.O... ______ • 

"14,338, 575,940 

I Per mile of 
line. 

:66,699 
66,591 

66,356 
66,447 
66,661 
65 801 
63:535 
63,944 
62,657 

APPENDIX H. 
Freight cat·s. 

Stock. Funded debt. 

$6, 582, 809,245 
6, 415,963, 044 

t9,"818, '976, 772 
.9, 916, 615, 284 

1 o, 021;730, 075 6, 314, 570,354 
6, 125, "570, 387 10,1.81, 932, 193 
6, on, 4M, 923 9,"708,.292,002 
5, SlO, 231, 391 9, 519,900,055 
5, 766,093, o;rn, '506, 762 
5, £44,247,369 "9, 164, t50, 201 
I>,526,W1,"778 . 8, 811, lk~, 162 

Domestic orders, nrrnual .average.: 
1901-:1.!>1 ----------------------- HU, 579 19:1.0-191.8___________________________ 13'5, 431 

DomP.s.tic deli:veries, .annual .a.v.erage ; 
~89.9-191 ----------------------------- '.!34, 310 
~10-1918____ ---------------- ll.20, •820 

PaE.&ellg.er ca1:s.. 

Domestic ord('rs. annual average: 1901-191:8_ ________________________ _ 
1910-191£ _____________________________________ _ 

Domestic deliveries, annual averAge: 1899-1918 _________________________________________ _ 

1910-191~------------------------------------------

2,660 
.2,~74 

2,318 
"2, 6~0 

Pt·eiglllt atiil ~7JBsenger car8 built, 1899 to 1918-Continueil. 

·I :Freight. Passenger. 

Year. 1--------------------11--------------
lnomestic.· Foreign. • Total. Domestic. Foreign. Total. 

1900 1._.-•.. ·--·-~. -·. 91, (J77 . '2,4\)3 ·93,'570 2,ii98 151 19101 ________ 
176,374 4,511 ISO, 945 1,136 276 

1911 !, ............... 68,961 3,200 72,161 3,938 3~ 
1912·2--~-----~---· 48,31>7 4 07:& 152,429 2,822 238 
1913 2_ --- ·-· ••• -~ ... 19 !006 9:61-8 2ffl,684 3,076 220 
19142 ................ () (3) .104,541 (3) (.3) 1915 2 ______ 

59,9&4 14, l:!R 74,112 ..... I 14 
19162 ................ 113,692 21,309 135,001 1, 769 70 
1!ll7 .2 •••• - ... -·· ..... U9,363 32,038 151,401 1,969 31 
1918 2, ............... 81,767 42,941 124,7118 . .1,481 92 

I Includes lCanadian output. 
''Includes Canailian ouf!put and equipmentlmllt in company £hops. 
a 'Data-not availalfie. 

·Domestic ordet'8 fur 1ocomotives 1901 to 1.918. 
1901-------------------------------------------------1902 ____________________________________________________ _ 

1903-----------------------------------------------------1904 ____________________________________________________ _ 
1905 ___________________________________________________ _ 
1~06 ____________________________________________________ _ 
1907 ____________________________________________________ _ 
1908 ____________________________________________________ _ 
1909 ____________________________________________________ _ 
1910 ___________________________________________________ __ 
191a ____________________________________________________ _ 
1912 ____________________________________________________ _ 

2,M9 
4,412 
4,246 
3,060 
3;,296 
3,691 
1,949 
1,839 
2,000 
1,573 

4,.340 
4,--865 

~·i~~ 

Domestic orders for treigllt ana passenuer cat"~ 71!J01. to .1.918. 1 t1913-------------------------------------------
~914__ -------------------------------

6:.265 
5,642 
3,!182 
1,.:182 
R,350 
3,7187 
2, '850 
4,515 
3,467 
1,265 
1.,612 
2,910 
2,704 
2,802 

Year. Freight Passenger 
cars. .cars. 

1901 ...... - .... ·- .. - .............. -.............. -•.• -· .•. 
1902 ••• ---·-········--······--················--········· 
1903 •••••• - ••• ··-- •••••.• ·-· .......... --- .• -~~-- ••• ·-. 
1904 •• - ............... ··-·-- •••.•••• --·-······--- ·····- .. 
1905.............. ·-. ----............ -•• -~--- ~--- ... .. 
1906 ...................................................... . 
1907 ...................................... , ............... . 
1968. -· ............................................... - .••• 
1909. ·- ......... ···-- ·-·· ··-··· -····-- .............. -···· 
1910 .................................... -----~-----·-··--
1911 .................................................. ~ .. .. 
1912 .............. ~-------·---~---
1913 .................... , .... -............................ . 
1914 ......................... ., ............................ . 
1915 .. - ...... - ........................................... . 
t916 ... ······--·--···---~---·--·····-·······-·--·~····· 
1917.-. ····- •. ... . --- ..... · - · ·--·-·-··· ................. . 
Ul18 ••••.. ·- ..•... ·-- .........•... -·. -· .... ·-- --- .... - •.. 

193,439 
195,:248 
108;936 
136,561 
341, 315 
310(315 
151,711 

62,'669 
1c9;360 
141,!0'24 
133,117 
234,.71iB 
146,132 
80;264 

109,'79"2 
I70,054 
79,367 

123, "770 

2,879 
3,-459 : 
2,S10 
2,213 
3,2 9 ' 
3,402 
1, 791 
-:1;:n9 
4,514 
3,881 
2,623 
3,642 -
3,17.9 
2,002 
3,101 
2,&44 
1~167 

lBl 

NOTE.-Foreign car orders in 1918 amounted to 53,457 freight cars 
a-nd 26 passe.Qge.l' cars. Detail of orders placed in :191.8 were as follows : 

Fre\gh't-'car orders in 3."918 : 
'nomestic--

Unitea States 'Railroad .Adm.inlstra:tion __ _ 
United States Army or Navy _________ _ 
Other railroad orders--------------------
Private car lines and industrials _________ _ 

100,000 
740 

1,227 
l2,146 

Total, United States ___________________ 114, U3 
Canadian railroads-----------------~.---- 9, 657 

~ota1, domestiC-------------------------------- 123, 770 
Foneign-

Director General Military Railroads________ 36, 875 
Other foreign --------------------------- 16, 672 

Tot:1t, fareign_____________________________ li3, ,547 

Total all .orders ___________ _: ___________ ~77, - 317 

.e.ass(mger-car orders m 1918: 
Domestic, United States and Canada------------ l.31 
F.orei_gn --··---------------------------------- 26 

Total---------------~------------------------- ~57 
Freight anil passenger cars buiU, 1899 to 1918. 

'Freight. Passenger. 

YICSr. , 

--------+D-om_es_t_ic_. Foreign. 'Total. . Domestic. Foreign.~ Total. ' 

1800 ................. TI7,982 1;004 U9,886 1 J.,:201 104 I 305 1 

1900 ................. 113,070 2,561 1.15,631 1,5I5 121 1
1
636 1 

1901. ..... -......... 132, 591 4, 359 136,950 1., 949 106 2' 055 t 

1902 .. ··---········· 161,747 2,800 162,599 ,(1) (1) 1;948 
1903.- .. ·-- ..... - --. 153,J.95 1, 613 152,.801 (1~ (1.) 2, 007 
1904 .... ·- ·-.,. • • • • • • 60, 955 1, 99'i r6Q, 800 " (1• (1) 2

1 
144 

1905 2 •.• ·- -~--.... ... :1:62,701 ~ 305 105,155 J1 (1~ 2, 651 
1906' ................ 236,451 .,,219 240,503 (1) (1 3,167 
1907.2. ................ - 280,216 9,-429 284,188 (1) (1· 5, >t.57 
1908 2................ 75,344 1,211 76,555 1,645 71 1, 716 

1 For years 1902 to 1907 passengp.r cars ·bai1t "for domestic 1md foreign KeiTice are 
inc:iuded in corresponding freight-car columns. 

2Jncludes Canadian output. 

1915 __________________ _: _______________________________ _ 

1D16-----------------------------------------------------
191~-----------------------------------------------------1918 ____________________________________________________ _ 

DomPstic: 
Betail of ·loco-motive ordet·s in 1918. 

[Jnited .states .Railroad Administration _____________ 2, 030 
Other railroad .orders------------------------ 525 
[nd~s. ·etc --------------------------------- 38 

Total United States---------------------------- 2, 593 
Can:ulia.n .ra.ib:.oads ----------------- 209 

Total domestic ------------------------------------- 2,802 
"Foreign: 

!Director general military railroads---------------- 1, 404 
·Other 'foreign ----------------------------------- 682 

Total foreign -------------------------------------- 2, 086 
ToW of nll orders __________ :_ _____________ . ______ 4, BB8 

Loc.omotiries built, 1896.tD 1918. 

Year. 

.1896 .•. -.~·-··-···---···-····~~---··--
189'Z..--~ -~ ...... ----~ •• --·.- ... - ----, 
1898 .• ---·-·- ·-··-~···-··------·· --· 
1899 •••• -· --· ••• - ·- ----· •••••• -----· ·-· •. ---· 
190Q.. --~-. -· -· -· ---· --- •• -~ ~. -----. 
"1901 •• ~-- -- ••• -· ------· •• --· -~-~. 
1902.- ....... -........................... --- ·- · 
1903 .•• -~. -· ...... -· .... ···-·· -·---··--·-·--
J.904 .• ·-··. ·- •••• -·-·-~ · --· .•• -. -~~---- •• -·· 
19052.-. • - .. -. ··-· -- •..... ·--~-· •.. -· •• ' 
1906'1 .......•..•.• - ....................... -·-< 
:1907'. ~ -~. ·- ................ - ~--- .... . 
1908' ............ - ............................ . 
19092 •••••••••••• - ............................ . 
1910' ......................................... . 
1911' •.••• ·---- .. ·- .. - ··-· .... -~ -- --~-.- .... " 
19123. ~----------·-···- ··-····----·-········ 
J.9133·--~ .•.. ··- .... -. -· •...•. -~----·- ~-- .... ' 
19JA3 ......... ~-- .. ·- ·-·-· ...... -~-~~ •..•. ·-· 
'19153 •••• , ____ ••• ·-·-···. ·-· •• ~--~ ••• ~ ----
1916'.-·~-----·------·-·-·····~---------·· 
19173·~-..-..-~··-·-···--······-··~····-····· 
J.9.183 ________ ........... -······----~····· 

1 Data not uv.ailable. 
2 Includes Canadian otrtput. 

Domestic. 

1!66 : 
865-

.1.,321 
J.,951 
2,64B 

(1) 
{1) 
(1) 
_(I) 

4,896 
6,232 
6,5M 
1,886 
2,596 
4,441 
3,143 
4,403 
4,561 
1,962 
1,259 
2, 708 

~:~ 

Foreign. ; 
\ 

Total. 

rum . .1,:t75 
386 1,.251 
5M ll,'ini au: :2;>f15 
.505 ' 3,"1'53 

(1) 3,a& 
(1) 1;mo 
(1.~ l '5,1152 
(1 ll;Ml 

Ml5 i 5,~ 
720 t6,952 
798 . :Z;a62 
456 2,342 
291 2,887 
314 4, 755 
387 ' 3,530 
512 ' ! 91~ 
771 s;a32 

.2'73 2,.235 
835 2,085 

.1,36? 4,n75 
.2;861 5,446 
2,007 '6,475 

a Includes Canadian output .and equipment built in railroad -shop.s. 

Eon. F.rtAKK B. KELLOGG, 

AP.EENrux I. 

INTERSTATE CoMMEDC£ COMMll.S'SION, 
Washi11:Qton, A-uuuet ~' 19111. 

Ut~itea States Senate. 
MY l:>EAn SENATOR KliLwOG: As requested in your letter of Augu t ~ 

I .have .checked rthe statement which you inclosed, and am sending a new 
.cnpy herewith. I ha-ve added the Pennsylvania ·Railroad lmd a few 
other companies a.:nd .have .also shown the dividend Tate. I 'have omitteil 
t.he Bessemer & Lake Erle from the statement, as The financial organiza
tion is such .tha:t i:he dividend .rate is misleading. U ·has a capital stoek 
of only $500,000. 
· "The statement ma'kes practically the same showing as the original 

which yo_u -submitted. Xhe -changes are chiefly due to "i:he fact that I 
have snown the returns of the operating companies as :reported to the 
Jnterstate Commerce Connnissian, .Wherea-s the -statement you inclosed 
used system figures in some cases. 
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ThP dlvidPnds shown are the total declared during the yf'ar, regard~ 
less of whether shown in the income account or the profit and loss 
account. 

Net debit or credit affecting 11et income in 1918 on account of Zap-over 
r e·venues and ea·penses-Continued. 

It may be noted that in the year 1918 the income ' account of many 
of th e railroad corporations contains a large deduction which will not 
obtain in 1919, namely, the net debit on account of revenues and ex~ 
pensf's for 1917 carried over into 1918. In a few cases there is a net 
credit, and some of the roads put these items through the profit and 
loss account and not through the income. account. The amount of this 
item (net) is shown on a separate sheet attached to the table. On the 
other b a nd, other items of fixed charges may be increased in 1919. 

----------------------I·-N_e_t_d_c_b_it-·1 Net credit. 

Eastern di'ltrict-Continued. 
Pittsburgh & Lake Erie. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $1, 767, 377 .•.•••.•••.• 
Pittsburgh, Cincinnati, Chicago & St. Louis........... 1, 652,171 .. • ..•••••.• 

Southern district: . 
Yours, v ery truly, Alabama Great Southern ...•.•.•.......•...•••.•.•.............. . ..... : . .....• 

Atlantic Coast ~ine.................................... 987, 6'33 ....••.•.•.• M. 0. LORENZ, . Statistician. 
Net C:ebi t or c,-edit affecting net income in J!J18 on account of lop-over 

Hi•venues and ea:penses. 
CentralofGeordm..................................... 310,732 ...•...•...• 

~~~::~1. ~~:: :::::::::::::::::::::::::::::::::: 7S:: ~ :::::::::::: 
Net debit. Net credit. 

Louisville & Nashville................................. 2, 4-15 •• 157 ...........• 
Nashville, Chattanooga. & St. Louis.................... 45:>, In .... .. .... . . 
Norfolk & Western.................................... . . . . . . . . . . . . $113,243 

Wes~~~~~tredericksburg & Potomac................ 9, 635 .•••••••••.• 
Eastern district: 

n a:timore & Ohio ................. . ....•.•.•.....•.........•.•.............•.• 

~~~~~ ~ ~~~~~~;;_-_-_·:::::::::::::::::::::::::::: :::::::::::: ·····iio,"627 
Buffalo, Ro::hester & Pittsburgh................................... 29,455 
Central of New Jersey ..........................•...... S1, 211,918 .•.••••••••• 
Cleveland, Cincinnati, Chicago & St. Louis............ 1, 616,343 .•••••••.••• 
Delaware & Hudson................................... 300, 000 ...•••.•••.• 
Delaware, Lackawanna & Western.................... 123,787 ..•••••••••• 
Erie................................................... 5, 286,568 .•••••••••.• 

M!~~~~i~~:~: ~::::::::::::: :-::::::::::::::::::: !: ru: ~} :::::::::::: 
New York, New Haven & Hartford................... 1,157,833 ..•••.•••••• 
Pennsylvania R. R ...............•••••.•••.•••••.•.................•.••.•••.•• 
Philadelphia & Reading............................... 1, 177,513 ••.••••••••• 

Atchison, Topeka & Santa Fe......................... 2, 416,101 ...•.•.....• 
Chicago&NorthWestern ..... , ........................ 4,671,889 . • .•.•.....• 
Chicago, Burlington & Quincy......................... 1, 921,290 .•.........• 
C~cago, Milwaukee & St. P~ul..... •.. . • . . . . . . . . . • . . . . 4, 331, 33) .•.•...•.•.• 
Chicago, Rock Island & Pacific .......•...................... . . . ..............• 
Colorado & Southern.................................. 147,718 . • ...... . ... 
El Paso & Southwestern............................... . . . . . . . . . . . . 180, 5t3 
Great Northern...................... . ................. 1 273,301 .•••.•.•...• 
Kansas City Southern................................. '20.1, 302 .•.•.....•.• 
Minneapolis, St. Paul & Sault Ste. Marie.............. GG), 95<:1 ..•..••••..• 
Northern Pacific......................... . ............. 544,247 . •••••.•••.• 
Oregon Short _Line..................................... 486,814 .•.•.•••.••• 
Southern Pacific....................................... 1, 519, 241 .•.•.•.•.•.• 
Union Pacific.......................................... 872,438 .•.•.•...•.• 

Condensed corporau income account of 40 railway companies of Class I, caltndar year 1918. 
[Compiled from annual reports to the Interstate Commerce Commission, with changes as noted.) 

- Actual results for 1913. If standard return were 
reduced 25 per cent. 

Deductions 
Other Gross Jrom gross Balance Dalan~e Standard income Net Dividends Standard 

Name ofcompany. return. corporate before tax income, income. declared. after return. after 
income. dedu~tions. 

including dividends. dividends. 
taxes. 

.. 

be~5) icg-1~25) a b c (a+b) d e (c-d) f g (e-f) 

-
EASTERN DISTR.Icr. 

Baltimore & Ohio ....•••••....•.•...•.... $27, 744, 740 $5,200,S51 $32, 945, 691 $21' 920, 288 $11,025,403 $9,191,964 Sl, 833, 43!> $20,803,555 I $5,102, 7-!5 
Bangor & Aroostook ...•...•••......••... 1,555, 775 3,399 1,559,174 1,075, 081 481,093 398,000 86,093 1, 166, 831 1302 851 
Buffalo & Susquehanna ..............•••. 592,628 ~02,475 795,103 325,960 469,143 370,000 99,143 444,471 14!); 011 
Buffalo, Rochester & Pittsburgh .•..•••.. 3, 276,410 :279;208 3,555,618 2,407,307 1, 148,311 885,00J ~63,3ll 2,457,303 [.55, 792 
Central of New Jersey~ .•.....•....••.... 9,352,301 2,106,067 11,458,368 6, 919,571 4,538, 797 3,292,416 1,246,381 7,014, 225 1 1, 091, 69! 
Cleveland, Cincinnati, Chicago & St. 

Louis .............••.••••••..•.••.•.... 9,933,597 f33,681 10,772,278 7,651, 914 3,120,364 499,925 2,6ro,439 7, 453, !).18 135,790. 
Delaware & Hudson ...•..........•.•.... 7,415,149 1,400,103 8,815,252 5,863,895 2,951,357 2,868,920 82,431 5, 561,362 11,771,356 

~~-~-~~-~~~~-~~~~~-:::::: 15, 749, 477. 4,671,992 20,421,469 6, 728,04.1 13,693,428 8,444,08) 5,249,348 11, 812,103 1,311,979 
15,503,939 5,927,547 21,431,485 20,341,693 1,089, 793 ................... 1,089, 793 11,627, 95J 12,788,192 

Lebi~h Valley .......•.•••••••••••..••.•. 11,321,233 3,ll3,332 14,434,565 9,344,071 5,090,494 6,000,80{) 1970,300 8,490,925 13, 80:>, 611 

Wec;u~~~~--:::::::::::::::::::::: 8,052,127 902,980 8 955 107 8,407,249 547 85S 749,455 1201,593 6,039,09.) 12,214,630 
55,802,631 13,468,290 69:270:921 51,353,799 17,917:122 12,479,610 5,~,~~ 41,851,973 18 513 Ho 

New York, New Haven & Hartford ...... 17,095,88! 5,562,534 22,658,418 21,772, no 885,692 .............. 12, 821,913 13:&!3;279 
Pennsylvania R. R. Co. (Includes 

, 

6,813.86 miles) .........•••••..••••.••... 65,992,740 22,601,747 88,5!»,487 44,213,497 44,380,990 29,950, 7().! 14,430,283 49,494,555 1 2,067,89;) 
Philadelphia & Reading •••••••••••.••••. 15,868,331 750,842 16,619,173 8,060,293 8,558,880 6,372,255 2,186,625 11,901,248 11 78') 453 
Pittsburgh & Lake Erie ....•.....•..•.... 8,980,219 [.63,832 9,544,051 4,485,939 b,058,112 3,598,560 1,459,552 ti, 735, 16! '785:503 
Pittsburgh, Cincinnati, Chicago & St. 

11,334,094 11,750,586 8,672, m 3,077, 8()g 3,380,971 1 300,162 8,50J,571 I 3, 135, 6S5 Louis ...••••........••...••.•.••••••... 416,492 

I SOtrrHERN DISTRICT. 

Alabama Great Southern ................. 1, 703,180 153,584 1,856, 764 687,339 1,169,425 784,725 384,700 1,277,385 11,~};~ Atlantic Coast Line .•.•.........•.•...... 10,180,915 3,881,239 14,062,154 7, 765,005 6,297,149 4,808,993 1,488,156 7,635,685 
Central of Geo~a ........................ 3,450,903 720,238 4,171,141 2,965,853 1,205,288 1,150,000 55,288 2,533,178 I 807,43~ 

Chesa~ak:e & hio ....•...•....•.•.•.... 13,226,983 1,883,861 15,090,844 10,246,583 4,844,261 2,5l1,26! 2,332,997 9,920, 237 1973, 74!) 
lllin01s CentraL ..............•..•...•.... 16,282,374 8,273,006 24,555,380 13,598,678 10,956,702 7,650,490 3,306,212 12,211,78::1 I 764,3 1 
Louisville & Nashville ................... 17,310,495 3,212,630 20,523,125 11,345,132 9,177, 993 5,040,000 4,137,993 12, 9 2, 71 1189,631 
Nashville, Chattanooga & St. Louis ...... 3,182,089 302,635 3,484,724 2,096, 717 1,388,007 1,120,000 268,007 2, 333,557 1527,51.5 
Norfolk & Western ....................... 20,634,142 1,000,160 21,634,302 5,829, 775 15,804,527 9,357,103 6,447, 424 15,.475, 607 1, 288, ) 
Richmond, Fredericksburg & Potomac ... 1,137,374 99,073 1,236,447 448,132 788,315 452,731 335,584 853,001 51,241 

WESTERN DISTRICT. 

At~hison& Topeka & Santa Fe .......•.... 38,493,725 9,171,733 47,665,453 19,340,159 28,325,299 19,498,280 8,827,019 28,870,294 1 793,412 
Chica;;o North Western ................ 23, 201,015 2,839,191 26,040,206 16,229,384 91810,822 11,952,275 12,141,453 17,400, 761 17,941,707 
Chicago, Burlington & Quincy ........... 33,360,683 3,202,348 36,563,031 13,770,531 22,792,500 8,867,128 13,925,372 25,020,512 5,585,201 
Chicago, Milwaukee & St. Paul .......... 27,594,551 2,446,936 30,00,487 23,584,126 6,457,361 

··3;5~6;027" 
6,457,361 20,695,913 1441,277 

Chicago, Rock Island & Pacific ........... 14,912,379 1,322,670 16,235,049 10,945,329 5,289, 720 1, 723,693 11, 184,284 I 2,004,402 
Colorado & Southern ..................... 2,481,212 1,457,681 3,938,893 2,562,521 1,376,372 680,000 696,372 1, 860,909 76,069 
El Paso & Southwestern ................. 4,135,114 2,656,592 6, 791,706 3,240,006 3,551, 700 2,000,000 1, 551,700 3,101,335 517, 922 
Great Northern .......................... 28,666,681 6,068,938 34,735,710 15,941,773 18,793,846 17,462,842 1,331,00! 21,500,01l I 5,835,665 
Kansas City Southern .................... 3,216,698 390,942 3,607,640 2,626,805 980,835 840,000 140,835 2,412,52! I 663 33~ 
Minneapolis, St. Paul & Sault Ste. Marie. 10,547,429 448,716 10,996,145 7, 783,014 3,213,131 2,646, 714 566,417 7,910, 572 12,070:«0 
Northern Pacific ......................... 30,089,692 8,132,615 38,222,307 18,092,973 20,129,334 17,360,000 2, 769,334 22,567,269 I 4, 753,089 

~~fg~r!h3~Ji~~::::::::::::::::::::::: 10,196,750 4,917,682 15,114,432 7,000,103 8,114,329 7,000,000 1,114,329 7,647,533 11,434,853 
38,421,847 32,766,901 71,188,748 47,098,219 24,090,529 16,404,055 7,686,474 28,816,385 11,918,983 

'Union Pacific ••.....•.................•.. 23,700,009 17,933,166 41,633,175 12,206,400 29,426,775 26,210,900 3,215,875 17,775,007 12,709,127 

lDefimt. 
2 This comp:my has accrued in 1918 only 90 per cent or its standard return. In this statement this has been increased to 100 per cent. 
a Div. ob. 5 per cent guar. 
' 7 per cent on 7 per cent preferred stock; 6 per cent on 6 per cent preferred stock. . 

Rate of 
dividends. 

Com- Pre-
mon. ferred. 

- --
Pu ct. Per ct. 

~ 4 
4 7 
7 4 
5 6 

12 ........ 
5 

6~ ............ 
:20 ......... 

.. ............ ..... -....... 
10 n 
4 .............. 
5 ............ 

.......... . ......... 
6 .......... 

15 ............ 
10 ......... 

......... 

7 7 
7 5 
5 6 
4 .......... 
7 ............ 
7 .............. 
7 
7 4 
9 ;9 

6 5 
7 8 
8 ........... 

"""(•)""" (4) 
~ 

8 ....... 7 
............ 

4 
7 7 
7 ............... 
6 ................ 
7 ................. 

10 4 
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PROPOSED W ATER·POWER LEGISLATION. 

Mr. JONES of 'Vashington. Mr. President, I would not do 
anyt~ing to delay or hinder the consideration and passage of 
the railroad bill. I understand, however, that there is no one 
who desires to discuss it this afternoon, and that but very little 
further consideration will be given to it to-day. So I am very 
much in the position of the gentleman who attended a meeting, 
and finding no one desirous of discussing the subject for which 
the meeting was called, decided that be would submit some re
marks on another subject. 

There is a bill on the calendar, Mr. President, that deals with 
a subject of scarcely less importance than this railroad legisla
tion, which I hope to have the Senate consider r..s soon as the 
pending bill is disposed of. So I am going to <liscuss that meas
ure for just a little while this afternoon in the hope that by 
taking the time that is not going to be used new I can save a 
little time when that bill comes up for consideration and get 
earlier action upon it. 

I refer to water-power legislation. The House has already 
passed a bill dealing with that very important question. It lias 
been the subject of discussion for many years, and we hope 
that at this session Congress will take action upon it. It may 
not be necessary, Mr. President, to point out the importance 
of water-power development, but its great need will justify me 
in doing so at this time. 

Conflict is the zest of life between nations, whether it be 
on the battle field in time of war or fighting for world trade 
in time of peace. Plentiful cheap energy derived from hydro
electric power used for manufacture of explosives, munitions, 
and supplies and to release man power for the Army and Navy 
in war time and to turn the factory wheels to enable success 
in competition with other nations for the markets of the worht 
in times of peace is one of the greatest aids to success that a 
nation can have. 

If 10 years ago, instead of enacting restrictive laws which 
lmve prohibited development of our water powers, Congress 
had invited their development through fair and reasonable 
terms, the beginning of the 'Vorld War would have found the 
United States with 20,000,000 developed hydroelectric power 
instead of 5,000,000. Indeed, it is not too much to say that 
Germany would have hesitated before entering the conflict 
with probability of having to face a Nation possessing such an 
enormous amount of harnessed physical force wherewith to 
back up its armies. As it was, the beginning of the Great 'Var 
found us short of coal, short of oil, short of power, and half a 
billion dollars was expended inside of two years in the erection 
of steam-power plants, many of which, built haphazai"d under 
war-time stress, are now useless owing to unfavorable location. 
Through failure of Congress to pass water-power laws under 
which money could be safely invested with prospect of a 
fair return, water powers now wasting have been held back 
from development in at least 22 States of the Union, as follows: 
Actual water-power developments which are projected to be undertaken 

·upon navigable stt·eatns upoll enactment of a rational Fedet·af toater
pou;er act. 

transportation the 1abor of 1,500,000 men and the use of over 
1,000,000 freight ca~1 and 40,000 locomotives. In addition to 
this the petroleum used in 1913 was equivalent to 24,000,000 
tons of coal. Every water horsepower now going to waste 
which could be economically substituted for fuel power would 
represent approximately 5! tons of coal per year, based on an 
average of 12 hours per day. The labor of one man is released 
for other uses every time 50 hydroelectric horsepower is de
veloped, and every 150 water horsepower developed releases 
one freight car for other duty. To indicate what are. the possi
bilities of conservation along this line we need merely to reflect 
upon the fact that the ultimate development of the 61,678,000 
horsepower contained in the rivers and streams of the United 
States on the foregoing coal consumption basis of a 24-hour day 
is equivalent to the annual use of nearly 780,000,000 tons of 
coal-being a little more than the total amount of coal used :in 
the United States-which at $2 per ton represents an annual 
value of $1,560,000,000. Of course this represents the maximum 
attainable de-velopment, which will not be approached for a 
long period, but it also represents the end which may fina1ly be 
achieved. 

The largest amount of water power in any one State is con· 
tained in my State of Washington, which has nearly 10,000,000 
water horsepower, of which less than 3 per cent · has been de
veloped. There coal is mined and steam-power plants are 
operated within the sound of descending waters, and trainloads 
of coal are imported each day from British Columbia. 

Through a silent, barren, desert country in the center of our 
State, where the rainfall is less than 5 inches per year, where 
the population does not average one person to the square mile, 
and where hundreds of thousands of acres of the best soil in the 
world lie parched and unproductive for lack of water, flows the 
mighty Columbia, twelfth largest river of the world. For 70 
miles it washes desolate, arid shores, which if the water could 
be lifted from the river to the land would teem with agricul
tural life and population. And in the river in the midst of this 
desolation lies latent the means which, if utilized, would lift 
the water to the thirsty land in the great Priest Rapids water 
power, now wasting but capable of producing 250,000 primary
all the year round-horsepower, available for great industries 
which will be established as soon as the electrical energy is 
available for use. And, providentially, as the irrigation season 
begins in l\Iarch, the melting snows and glaciers of the moun
tains on the northern Columbia cause the river to rise to double 
its winter volume, and from l\Iarch to October make another 
250,000 horsepower, together with abundance of water available 
for agricultural purposes. I give you this object lesson, because 
it is one thnt has come under my personal observation; but it is 
only one of many projects in many different States which have 
been held back from development for years solely because Con: 
gress has not enacted the 1egislation which would make it pos
sible. Every undeveloped water power for which a market now: 
exists represents a waste of an inexhaustible natural resource. 

l\Ir. NORRIS: Is the Senator going to speak of any other 
river? 

Mil r l\fr. JONES of Washington. No; I am not going to refer b.> 
Horsepower · es 0 any otl1er. 

to be de- mland 
veloped. i~;~:l, l\fr. NORRIS. I notice in the table another river is men-

tioned--

River. State. 

1\lr. JONES of Washington. The Pend Oreille River. 

fr~~~f~~~-~-:-:-:-::::::::::: ~~;m :n m~:~· w~~e~~~;er I~s~~~nr~~~ ~~~iy~ ~~v~oi::beia~eem _to be 
St. Croix.................... 30,000 26 1\fr. JONES of Washington. No; I think not. 
DesMoines................. oo,ooo 20

1
•1
5 

1\fr. NORRIS. Is not that true? 
Sus~uehanna............... 110,000 
Connecticut................. 30,000 23 1\Ir. JONES of ·washington. No; I think not. 
~~t~::~~~:::::::::::::: ~~g;~ 1i~ Mr. NORRIS. I judged that from the table as I hurriedlY. 
Clinch...................... 25,000 14 glanced at it. I may be mistaken. 
Coosa....................... 180,000 76 l\fr. JONES of Washington. I think the Senator is mistaken. 
~~t~~~~~;-~::~::::::::::: ~::: g The Columbia has 410,000 horsepower and the Pend Oreillc 
Little Tennessee............ 200,000 84 250,000. 
~.:'flake:::::::::::::::::::: ~:~ • ~ l\fr. NORRIS. Then I was mistaken. 
savannah................... 78,000 85 1\lr. JONES of Washington. The utilization of e\en one-third 

1----1---- of the enormous amount of energy latent but now wastin<" in 
2, 122, ooo 1,100 our falling waters would make the United States the greatest 

Washington ................ . 
Do ..................... . 

Montana ................... . 
Minnesota .................. . 
Iowa ...................... .. 
Maryland ................. .. 
Mass.'\chusetts-Connecticut .. 
Georgia .................... . 
Alabama .................. .. 
Tennessee .................. . 
Alabama ................... . 

~~~iti~:~i::::::::::::::: 
Vir~~::::::::::::::::::::: 
South Carolina-Georgia ..... 

_________ _!_ ________ _!_ ___ __!_----=--~ manufacturing country of the world. The development of our 
It is estimated that in addition to the above the devel~pment water powers is intimately connected with the solution of such 

of o>er 2,000,000 horsepower would be undertaken upon non- great national problems as the national defE!nse; extension o! 
navigable streams in the States of California, Idaho, Oregon, inland waterways; shortage of food; conservation of coal, oil.; 
Nevada, Montana, Utah, Colorado, and Arkansas. · and labor; irrigation of arid lands; and railroad car shortage. 

t
. Thefreport of the Geological sm:vey shows that our consump- . In addition to conserving vast quantities of coal and labor to 
wn o coal for all purpose~ durmg the year 1913 was about I mine and handle it, the hydroelectric energy existin.., in our 

570,000,000 short_ tons, of which the railroads alone used about running waters will, when developed, be utilized in the m.anu-
20 per cent. This tremendous tonnage requires for mining and facture of explosives, fertilizers, wood pulp and paper, electro-

LIX-16 
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chemiculs, copper and aluminum, anu in other indush·ial ap
plications. 

I might say here that probably every l\1embe1" of the Senate 
hns had brought to his attention the very serious condition con
fronting the print-paper industry ot the counu·y. Newspaper 
plants are threatened with being closed on account of lack of 
paper supply. I desire to have printed in the REcORD as a purt 
of my remarks at this point u letter from Samuel P. Weston, 
formerly manager of a great newspaper in my State, with . 
reference . to this particular situation and the particular im
portance of the development of water power in connection with 
wood-pulp .and print-paper manufactm·e. I ask permission to 
print that in the REcoRD without reading it. 

The PRESIDING OFFICER (lUr. S:ltoOT in the chair). 
'Vitho11t objection, permission i..<; granted. 

The letter referred to is as follows : 
N:ew YonK, Ncn;en~ber U, 1919. 

Senator WESLEY L. Jor.;"*£8, 
Senate Office Bui.lding, Washi1t{lfo-n, D. 0. 

·MY DE.A.R SENATOR: I have been delaY.ed in writing you the 
letter wHh .regaTd to the bearing the water~power legislation will 
have on the newspl'int supply of this countl'y, oWing to having 
been called to Toronto on my return from Wt'lshington. where 
i was detained several days. 

I will try to give you the information brie:fly and in a general 
way. First, it should be kept in mind that power is one of the 
ffi'lain essentials in the manufacture of mechanical pulp. Next, 
-the power should be situated as closely as possible to the pulp
~wood stands. 

The paper-making industry of the United States was centr~
.iZed in the northern tier of States, more particularly in New 
'York State, where there were large stands of spruce and pulp
:wood timbers. During the p3_$t 25 years these pulp-wood stands 
have been in a large measure exhausted. Up to 1910 practically 
:au the newsprint used in the United States was produced in 
this country. In 1918 the production of newsprint in the United 
·states was less than in 1910. In othei' words, while the con
isumption was steadily increased, the production of American 
mills was decreased. 

In the same period, between 1910 U!ld 1918, the sales of ca.na
·uian mills of newsprint to the United States increa ed 2,600 
'J)er cent, Canadian production hat"ing gone from 161,000 tons in 
191.0 to 738,000 tons in 1918. 
· Up to 1910 Canada permitted the export of pulp cut from 
Crown lands: In 1910 the export of pulp-wood timbers from 
Grown lands was prohibited. Immediately following this 
came n rapid transfer of newsprint manufacture to Canada, 
with the result that practically all of the new paper-mill devel-

'()pments during the past 10 years have been made in Canada. 
While the consumption of newsprint in the United States is, 

in round figures, 2,000,000 tons per year, · of which the Am€1'ican 
·mills manufacture 1.250,000 tons, these figures do not convey 
the real situation with regard to the indush·y, as in order to 

.. manufacture this amount of tonnage the American mills import 
from Canada 750,000 tons of ground wood pulp and sulphite, 
securing only 500,000 tons of their raw materials from the 
American pulp-wood stands. 

· The paper mills located in New York State produce practical1y 
.one-half of the total tonnage of American mills, yet it is esti
mated by the Forest Service Department that the remaining 
tmlp-wood stands in New York wollld not supply these mills 
beyond ~0 yeurs. The same estimc'ltes indicate that the pulp
wood stands of New York :md the New England States will be 
exhausted within 20 years. 

According to the general estimates of the Forest Service De
partment, there are pulp-wood timber stands in that portion 
of ihe country lying west of the Rocky l\Iountains and in Alaska 
to the extent of 244,000,000,000 feet board measm·e, over 
one~half of which is in the forest reserve. The estimate for 
the Tongas district of southeastern Alaska is 70,000,000,000 
feet. 

In order to make this vast resource available for ·paper 
making requires the passage of the water-power legislation, 
so that the necessary water-power developments may be financed. 

It is not necessary to point out to you that the water powers 
1ying in that section of the country west of the Rocky Moun· 
tains and in Ala ka are practically all in the public domain, 
:md the possibility of their development is dependent, in the 
fir t instance, on the passage of adequate water-power legis
lation. 

Herewith is a table showing the estimated pulp-wood stands 
in the Western States, together with the estimated water-power 
possibility: _ 

0regCll1 •• -....... -- ... ·-·.- ••• ··----·-·-.- ....... -.-- •• 

fl~l~;ji~!!i!~i:!)!W!!!!!i!)!:~;)))i!:·~: 

Pulp-wood 
timber-

Fut b. m. 
15, 750,000, 000 
70, mo, ooo, ooo 
12, 950y 000, 000 
15,750, OOJ, 000 
S2,617,Dro,OOO 
13,889, OOCJ, 000 
70, 00(), 000,000 

Water 
power. 

Horsepotoer. 
7,505,000 
9,990,000 
2,919,000 
4,809,000 
8,865,000 
1,950,00!) 

.As you are aware7 tbe American Newspapei· AssocU:Ltlon has 
for the past two years been very actively urging the passage of 
watP.r-power legislationt ana the members of this as octation, 
whiCh includes the leading dally new-&})a.pers ot the country, have 
hoped fox- early -action on the measure, as it is believed that its 
passage will be of beneficial interest to the Nation at large and 
will make available for early utilization the Tast pulp-wood
tiJ.nber re~onrces in the West and the production of news print 
and paper prouucts Will be increased in this country. 

·At the present moment the news-print paper ituation in the 
United States is the most acute in the history of the country, 
jeopardizing the entire pllblishing business in aU parts of the 
country and threatening to force the suspension of many papers, 
both large and small. It is stated by the pap-e.r manufac
turers that the present demand for news print is more than 10 
per cent in e~cess of the production capacity of the mills in 
United States and Canada. The prices., which were $40 a ton 
in 1914, now run from a minimum of $90 a ton to $150 a ton. 
In many instances publishers bave been unable to secnre con
tracts for their 1920 requirements. Publishers who llave here
tofore been able to contritct on terms 'Of one, tw·o, and three years 
are now limited to contracts on three-months baSis and for a 
reduced tonnage. 

I am quite certain that n will appeal to you tl1at under our 
form of government it is a serious ma.tter to have the newspapers 
of this country, from the Slllallest country weekly to the largest 
metropolitnn daicy, put in jeopardy when we have within the 
borders of the United States unused resources the utilization 
of which to any large extent is denied on account of tl'le in
adequate laws witll relation to the water-power development in 
the public domain. The place of the press in the political and 
economic operation of our Government is such that any diS· 
aster \Vhicll threatens the well-being of the publishing busineS.'!l 
is a matter of direct and vital interest to every citizen of the 
United States. 

I ha-ve not attempted to give you more than a general survey 
of the situation. If there is any other point that rou uesite 
more fully covered, I will be very glad to cover the same to the 
best of my ability. I would also point out to you that the news· 
papers of the country themselves are endeavoring to meet the 
present emergency by every possible economy in the use of 
paper. They are limiting Ute size of the editions, cutting £1own 
the amount of advertising spaC'e published, increasing the rates 
both for subscription and advertising. It seems to be the opinion. 
however, of the leading publishers that the only relief that 
can be expec-ted Will be the utilization of the western pulp-wood 
timbet· where the same is available. To that end certain large 
paper-mill undertakings to be located on the Pacific coast have 
been under consideration for the past two years, their establish· 
ment, howe'ter, being dependent on the passage of the water· 
power legislation under which the necessary water-power de· 
velopments may be financed. 

Yours, very truly, 
s. P. \Vr:~TO!'\. 

Mr. JONES of Washington. Mr. President, under new electrf .. 
cal processes our deposits of phosphates, clays, and minerals 
would be used to an enormous extent. The power would slso be 
used for electrification of thousands of miles of railroads. Pump
ing plants driven by this cheap hydroelectric power woulu furnish 
water to reclaim fully 10,000,000 acres of now desert lands in 
locations where the power iS now wasting and the lands useless, 
though their shores are washed by great rivers, and this at a 
time when increase of crops is so much needed to bring <lown 
cost of living and to furnish homes and employment to thou· 
sands of agriculturists. Over 4,000 miles of the upper reaches 
of our sh·eams ·would be opened to navigntlon. The cost of 
these river improvements would be upward of $800,000,000, and 
if accomplished by private capital for purpose of power produc
tion instead of through taxation would not cost the Govern
ment a dollar ~cept for the bare locks and removal of minor 
obstacles in those portions <>f the streams not connected With 
power development. 
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If .these river improvements were in one stream, it would be 
equivalent to creating a navigable waterway across the conti
nent from New York to San Francisco. But in reality it means 
the extension of navigation for an aggregate of 4,000 miles in 
35 1·ivers, traversing 20 States, in such widely different sections 
of the country as Connecticut, Massachusetts, Pennsylvania, 
1\Jaryland, Virginia, West Virginia, North Carolina, South Caro
llua, Alabama, Georgia, Tennesse~. Florida, Arkansas, Ohio, 
KE-ntucky, Missouri, 'Visconsin, Minnesota, Washington, and 
Idaho. In this way cheap water transportation would be 
afforded to districts but now sparsely settled and congestion of 
traffic relieved in thickly populated centers through the im·est
In<::·nt of private capital instead of through river and harbor 
appropriations by Congress. 

l\lr. WARREN. Has the Senator the names of those rh·ers 
and the approximate mileage that would be opened in each? 

l\1r. JONES of Washington. Not of the particular rivers. I 
am just submitting really a summary of my investigations. 

l\1r. W ARREX It is very interesting, and I thought perhaps 
the Senator bas such a list. 

l\1r. JONES of Washington. I have not a detailed statement, 
but I will say to the Senator that the matter I am presenting is 
based upon a careful investigation of the different streams and 
different possibilities. 

In view of the great economical ~uccess of the electrification 
of 1,000 miles of the Chicago, l\lilwo.ukee & St. Paul Railroad, 
it i~ almost certain fh.a.t in the near future a majority of the 
railroads operating through the mountainous country of the 
far 'Vest, where hydroelectric power can be developed cheaply, 
will adopt electricity as motive power. Forty-eight thousand 
seven hundred miles of railroad are now being operated in the 
States of Washington, Oregon, California, Idaho, Montana, Wyo
ming, North Dakota, South Dakota, Utah, Arizona, Colorado, 
and Nevada. It is estimated that 10,000 horsepower is needed 
to operate 100 miles of single track, and therefore it will re
quire 4,870,000 horsepower to electrify all of the railroads in 
these States, or one-ninth of the total hydroelectric power pos
sible to develop in the territory traversed by these railroads. 

Mr. FLETCHER. l\lay I interrupt the S~nator to inquire 
whether he has pursued his studies so as to enable him to answer 
a question as to how far we can transmit electric power, the 
distance of transmission, and the losses occurring by reason of 
transmission? 

l\lr. JONES of Washington. It is uncertain how far electric 
power can be transmitted, but it has been shown that it can be 
economically transmitted at least 200 or 25'0 miles. 

l\fr. FLETCHER. That is my recollection of it. It is my 
recollection that the power generated at Hales Bar, about 15 
miles below Chattanooga on the Tennessee River, is transmitted 
to Nashville, about 150 miles away, and is there used to operate 
the street cars. 

l\Ir. JONES of Washington. I think power has been trans
mitted as far as 400 miles, but I do not think it has been dem
onstrated conclusively that that is economically wise. The pos
sibilities in that direction are really unknown as yet. 

A great portion of the trackage is over mountain divisions, and 
the u e of electricity in place of coal will result in great economy 
of operation, obviate the danger of forest fires, and by elimina
tion of noise, smoke, gas, and dust, and through a more generous 
ventilation, which will be possible when the flying cinder need 
no longer be taken into account, will make travel far more safe, 
comfortable, and pleasant than at present, and it will go far to
ward curing the freight-transportation problem through reliev
ing car shortage, as the cars now used for carrying coal for rail
road use can be used to carry freight. 

Great electrochemical manufacturing plants will be built in 
many different parts of the country, coincident with the develop
ment of hydroelectric energy, for the manufacture of such chemi
cals as calcium carbide, caustic soda, bleaching powder, abrasives, 
and electrodes; in electrolytic treatment of metals and alloys 
such as copper, zinc, aluminum, silicon, and vanadium; and in 
production of acetone and atmospheric nitric acid, used in mak
ing powder and explosives. 

Other countries are a'vake to the necessity of developing their 
\Yater powers. A French corporation with $250,000,000 of capital 
is about to undertake the utilization of 700,000 horsepower now 
wasting in the River Rhone, and incidentally these improvements 
will, through canalization, make it possible for boats to go up 
the llhone to its connection with the River Rhine and thence 
down the Rhine. Italy, which is entirely without coal, is about 
to develop her water po·wers on· an immense scale. Spain is 
offering liberal concessions looking to the develorment cf her 
water powers now wasting in the Pyrenees and other moun
tain ranges. Great hydroelectric projects are about to be under
taken in the Scandinavian countries and in South .America. 

American bankers are being pressed by advantageous offers to 
finance many of these foreign water-power developments. A.meri
can engineers are being-employed to construct them, and Ameri
can manufacturers of water wheels and power machinery are 
booking orders for their capacity for foreign shipment. If Con
gress delays enactment of a workable water-power law the devel
opment of the water powers of this country may have to await 
completion of foreign hydroelectric projects before they can be 
begun, because the necessary money, skilled men, and machinerY, 
will have gone abroad and not be available here. Already Ameri
can concerns because of lack of available water power in the 
United States, caused by its being impossible to develop them 
under present Federal laws, have been forced to establish electro
chemical plants in Canada, Norway, and France. These expatri
ated plants, costing millions of dollars and employing thousands 
of men, have developed over 250,000 horsepower in foreign coun .. 
tries which should have been located in the United States. 

1\lr. President, at this point I desire to insert in the REcono 
two or three letters which I have received with reference to 
this matter. One is from the William Cramp & Sons Ship & 
Engine Building Co., pointing out conditions that have been 
brought to their attention. One statement of the letter I wish 
to read, as follows: 

You may be interested to know that at the present time this com
pany is recP.ivin!; .!lbout three foreign inquiries for water-power ma
chinery to every one received from within the United States. Some of 
the countries from which such inquiries are coming arc Canada, Spaic, 
France, and Grent Britain. If orders should be placed for manufac
ture in this country in a volume correspor:.ding to the inquiries DO\V 
being received we may see our shops fillec.l with foreign orders instead 
of for machinery for use in this country. 

Another letter is from the S. l\lorgan Smith Co., manufac· ' 
turers of water wheels, power-transmitting machinery, and so 
forth. Another is from the Allis-Chalmers Manufacturing Co. 1 

(Inc.), the letter being written by t!1e "assistant to chairman." 
I shall not take the time to read anything from the other letters, 
but I hope that Senators will read them. 

The PRESIDING OFFICER. Without objection, the letters 
referred to by the Senator from Washington will be inserted 
in the RECORD. 

The letters referred to are as follows: 
Tl{E WILLBM CnAMP & Soxs SHIP & ExGIXE BurLmxo Co., 

Philadelphia, October 9, 1919. 
Subject: Bill (II. R. 3184) to create a Federal power commission, etc. 
Hon. WESLl~Y L. JONES. 

United States Senate, Washington, D. C. 
Sm: On behalf of the William Cramp & Sons Ship & Engine Building 

Co., I desire to urge most strongly the passage of the above bill at the 
earliest possible date. 

This company, as one of the largest, and probably the largest, manu
facturer of water-power machinery in this country, is in close touch 
with the situation existing in the field of water-pow~r development, both 
in this country and abroad. It would seem to us to require no argument 
that one of the most important elements during the present reconstruc
tion period in this country is the immediate development of our natural 
resources, and of these none is more important than the. development of 
our enormous potential water powers. 

The utilization of our water-power resources has in the last few years 
come tv a standstill, and at present there are practically no develop
ments of major importance b~ing carried out in this country. The shops 
of this company which are normally intended for the manufacture of the 
machinery required in water-power plants are almost completely irllP, 
and we have been obliged to lay off a large part of our force in this 
department on a:!count of the lack of orders; and we know that tho 
same condition exists with all of the manufacturers in this country. 
This condition corresponds to a similar situation in the construction of 
the dams, canals, power houses, and other large works required in carry
ing out water-power projects. Jr:. the whole of this field idleness exists. 
and this is the c:mdition at the very time when the country is faced with 
a serious fuel shortage and with extremely high costs of power through
out the industrial field- The chief cause in maintaining this situation 
is the delay of Congress in takin~ any measures which would relieve 
the water-power field from the artificial and obsolete legislative restric
tions now existing. 

The passage of th-'l bill now before the Senate would effectually re
lieve the situation and its early adoption will be most earnestly advo
cated by all those who are conversant with the industrial situation. 

A very practical and far from negligible means of offsetting the ever
increasing trend of prices is the reduction in the cost of power to our 
industries, which can be effected by the adequate use of our water-powet' 
resources. Until Congress enacts the necessary legislation, however, 
"\iater-power projects will remain at a standstill awaiting the decision 
of Congress on this point. In contrast to the situation in this country, 
many foreign countries have adopted a governmental policy of active 
promotion of water-power projects. Instead of permitting restrictive 
legislation to prohibit such ·development, in a number of foreign countries 
aid and encouragement is given in order to promote such devrlopment. 
You may be interested to know that at the present time this company is 
receiving .nbout three foreign inquiries for water-power machinery to 
every one received from within the United States. Some of the coun
tries from which such inquiries are coming are Canada, Spain, France, 
and Great Britain. If orders should be placed for manufacture in this 
country in a volume corrrsponding to the inquiries now being .received 
we may see our shops filled with foreign orders instead of '"for ma
chinery for use in this country. 

Assuring you of our earnest support in anything you may do to for
ward the development of water power in the United States, we are, 

Yours, very truly, 
THE WILLIAM CRAMP & SONS SHIP & ENGI~E BUILDING Co. 
J. H. MULL, President. 
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S. MORGAN SMITH & Co., 
York, Pa., October 13, 1919. 

Hon. WESLEY L. JoNE'S, 
United Statu Senate, Washington, D. 0. 

DEAl! Sm: We understand that the water-power bill which has been 
in Congress for several ye.ars will shortly come up again for con
sideration. As Y<lu have had to do with the framing of thi9 bill, we 
tllonght it mi"'bt be interesting to you to receive from us an expres
sion on the subject as we see it at the present time. 

We are one of ilie largest manufacturers of turbine water wheels 
in the country. We have a larg~ plant equipped with machinery 

pedally ad.n.pted to the building o! turbine water wheels, and have 
worked, at times, as many as 900 men. 

Ever since the po. saue of the bill restricting the development of 
water powers, nbout eight or nine years ago, the industry bas suffered 
Tel'Y much, until at the present time \Ve are working less than 250 
lll2n in tho manufacturing of water wheels, with no prospects of any 
improvement ; in fact, there has been no new water-power develop
ment work en t of the Rocky Mountains in the last five years worth 
peaking of, nor is there any .going on at the present time. Some of 

the existing compa.ni are making repairs and moderate extensions to 
their present developments, but the situation is such tb.at 1t is im
po sible te get money into uew development work, and we believe there 
will be no ch~nge until a favorable wuter-power bill is put through 
Congress, tbe delJlying of wbi.cb, in our opinion, may prove disastrous 
it not speedily acted on. 

The manufacturers of water wheels can not bold their nlants open 
indefinitely for watN-wheel u·ade, and from the best information we 
believe that tlle major part of them, same as ourselves, are " casting 
around " for other lines of business, and if taken up the hydroelectric 
people may find it impossible to secure equipment in the event they 
should <Suddenly requil·e it. 

Yours, very truly, 
C. ELMER SMITH, President. 

ALLis-CHALMERs M.!Null'ACTUlliNG Co. (INc.), 
Jlcw York,, 7/ovember 3, 1D19. 

non. WESLEY L. JOXES, 
United States Senate, Washington, D. 0. 

MY DEAR Sm : Understanding that you are interested in the pro
posed water-power legislation in the United States Senate, permit me 
to a.ffirm mr great disappointment in the continued postponement 1>f 
said legislation, because, in my judgment, it is a matter of vital impor
tance to our national prestige. 

Both in n1y capacity as a private citizen of the United States, inter
ested in the wise development of . its natural resources in the publi~ 
interest, and as an officer of Allis-Chalmers Manufacturing Co., a manu
facturer of hydroelectric machinery~ I have given much thought to water 
power for a number of years. 

During the war I demonstrated the nationel need in thls particular. 
and a considerable correspondence held with the Fuel .Administration ; 
Judge Parker, the then priorities rommissioner; and the electrical 
and power-equipment section of the War Industries Board led to the 
appomtment of a water-power expert to investigate the possible develop
ment vf .such power to meet a serious emergency~ 

I have been instrumental in interesting assemblies of the Chambep 
of Commerce of the United States, which led to the issuance of a refer
endum, educing the biggest vote ~ver cast by the organization member
ship up to that time--a vote that exhibited a remarkable unanimity 
of business opinion throughout the United States on the urgent need of 
legislation in expediting our water-power development. 

I hav~ participated in many discussions of our water-power situation 
before war conventions of business and other large conferen~s of na
tional or,!plllizations which have .furnished opportunities to test the gen-
eral entiment in this regard. This. I believe, makes me competent to 
a. sert a strong conviction that we .are actually losing grop.nd by allow
ing foreign nations to urpass us in the development of their water 
powers and eventually give them the advantage they seek in -our -com
petition for world trade. This is already appreciated, as the following 
proves: 

In 1917 an expert commission reitorted to Parliament that the United 
States are markedly superior industrially because their workmen have 
behind them over 50 per cent more power than British workmen and 
a stnmg plea was presented for a rapid development of more " motive" 
pow~r with a minimum consumption of fuel. As water poW<!r alone 
fully meets this speciilcation, without a doubt the present active in
tere t in the British development "Of its water power fin.ds its inception 
in this report. 

A similar activity in foreign lands everywhere, stimulated greatly 
by a critical fuel situation, i evidenced by an increase .in fo:rrup 
orders with 1>ur hydroelectric machinery manufacturers. I am m
formoo thAt ~ome water-power machinery manufncturez::s have actually 
more foreign than domestic orders now on their books, and Allis-

halmers for one is receiving to-day five times more fo"I~eign than domes
tic inquiries for such machinery. This is Buggestive. and I leave it to 
your good judgment what situation may arise if our manufacturing 
capacity in water-power machinery be crowded by the greater tmter
pri e of foreign nations at a time when our own needs become insistent. 
.Although our present producing capacity in such machinery far exceedS 
any probable domestic demand, as such foreign demand can easily be 
ten times any possible home requirement the possibilities in this regard 
deserve our best consideration. Furthermore, the special engineern"' 
nnd hi~h mechanical kill required in this prod.uction prevents a quiCk 
c:xpaD.El.On of such facilities, even if present manufacturers, who hav.e 
suffered Jo~s :for many ,Years from a stagnation in water-power develop.. 
m nt resulting from the uncertainty present laws induce, should ca.rc 
to undertake such expan ion. · 

I mny repeat much that you already know and only crave your 
indulgence on the ground that reiteration often emphasizes the need. 

With great re.,pect I beg to remain, · 
Faithfully, your , 

W. W. NICHOLS, 
Assistant to Cha~rman. 

1\Ir. JOI\'ES of Washington. Why not give those who would 
develo~our wasting water powers the right to work, the right to 
build and expand and develop, the right to help create a greater 
and more powerful industrial Nation? Why not give them a law 
to work under which shall encourage and not hamper their just 
activities-a law which, while placing them under the constant 

supervision of the public authorities, and sufficiently safeguard
ing every public interest, yet shall be of such a t..'lir and business
like nature that under its operation men may hope for a generous 
.return for their work and risk, and capital be assm-ed of a 
safe investment? This done, they will open up deserts and make 
farms ; they will build factories and cities, open up new 
reaches of inland waterways, employ la.bor, anti reduce the 
cost of living. 

The necessity for th~ development of our water power is of 
paramount importance to the people of the United States, and 
Congress should enact a law without furthe.r delay the terms 
of which will make the investment of capital safe and not 
prevent a reasonable return. 

The bill now before the Senate is perhaps too 1·estrictive in 
the terms and requirements it imposes on the capital invested 
and upon the details of operation, but water-power men tell 
me they can work under it, and I trust that the Senate may 
pass the committee bill without in any way making its terms 
more onerous. 

:Mr. President, I now desire to refer to the terms of the bill 
and to give a short synopsis of it for the REOORD. 

The bill creates a Federal water-power commission consisting 
of the Secretaries of WarJ Interior, and Agriculture, to which 
is given authority over all matters over which the Federal 
Government has jurisdiction, pertaining to the development 
of water powers in navigable streams and the improvement of 
navigation incident thereto, over the development of water 
powers in the public domain, and the development of water 
powers m the national forests. Under the laws now in force 
the development of water powers contained in navigable 
streams is under the jurisdiction of the War Department, those 
in the public domain are under the Interior Department, and 
those in the national forests are under the Department of 
Agriculture. The establishment of this commission, according 
to those wbo strongly favor it, would promote unity of action, 
together with economy of operation~ through segregating .all 
authority in this board, whose members would bring to its aiu 
the personnel and vast machinery of the three great govern
mental departments over which they preside. Personally, I 
doubt ·very much the wisdom of the .establishment of this com
mission composed of Cabinet officers, but I am sure it is the 
best we can get and so I a.m willing to accept it in m·de.r to get 
legislation. 

Under the bill the commission is gr:anted authority to col
lect data concerning the utilization of the water-power re
sources of the Nation; to issue licenses for water-power 
development to citizens of the United States, to corporations 
organized under th~ laws of the United States or of any Sta . .te 
thereof, or to any State or mnnicipality for a period not exceed
ing '50 years; to issue preliminary permits for a period of not 
exceeding three years to enable applicants for licenses to 
secure necessary data, and to hold hearings and take testimeny 
regarding applications for preliminary permits or licenses. 
The commission is _required to submit yearly reports to Con
gress setting forth the permits and licenses issued nncle1· the 
act and the moneys received, if an.y, on account thereof. 

Before issuing preliminary permits or licenses which have 
not been preceded by a preliminary permit to persons or cor
porations, the commission must giv,e notice of such applications 
to any State or municipality likely to be affected or interested, 
and must also publish notice of such applications for eight 
weeks in a daily or weekly newspaper published in the county 
or counties in which the .Project ls situated. The commi.ssion 
is obliged to give preference to applications from S'ta.tes and 
municipalities for preliminary permits or for licenses where no 
preliminary permit has been issued, provided the plans for the 
same are equally well ada.Pted to utilize the water resources of 
the region. 

Should, in their judgment, the development of ru1y project 
be undertaken by the United States itself, the commission . hall 
not appl'ove any application for such project. but shall cause 
to be made such plans and estimates of cost as it may deem 
necessary and submit its recommendations to Congress. 

The provisions of the act do not revoke any permit Ol' valid 
existing right of way heretofore granted, but any person, cor
poration, State, or municipality holding such permit or right of 
way may apply for a license under the act. 

No transfer of any license other than in connection with a 
mortgage or trust deed or under tax sale can be made without 
the written consent of the commission. 

The commission is empowered to establish a srstem of ac
counts to be maintained by Hcensees, and to require them to 
make, upon oath, such reports and statements .as it hall .request. 

Each applicant for a license is required to submit to the com· 
mission-
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(a) -such maps, plans, and eshlmates as ~Y be required fOT 
n full understanding of the project, to be made a -part of the 
license, and not to be changed without the approval of the c.om
mission. 

(b) ·Satisfactory evidence that the applicant has complied with 
the State laws within which the ·proposed project is to be located 
with respect to the use of water and the right to engage in the 
business of developing, transmitting, and distributing power. 

(c) Such other information as the commission 'IIlRY -require. 
All licensees are required to maintain their project works in a 

condition of adequate repair and to make all necessary renewals 
and replacements for their efficient operation and to establish 
and maintain adequate depreciation reserves ;for such purposes. 

Each licensee is liable for all damages occasioned to the :Prop
erty of others through the construction or operation of his 
project works, and in no event is the United States to become 
liable therefor. 

.After the .first 20-years of operation the .licensee is required to 
maintain amortizntion reserves out of any surplus earned in 
excess of a reasonable return on the investment. 

No charge is to be made for licenses isSued to States or ·mu
nicipalities, for State or municipal purposes, or for projects of 
not to .exceed 200 horsepow~r capacity, but all other licensees 
are to pay such reasonable annual charges as may be fixed by 
the commission, for reimbursing the United States for cost of 
administration of the act and for use .of Government lands, but 
the charges nre not in any event to exceed 2fi cents per developed 
horsepower. These charges are to be paid into the United States 
Treasury to be used as Congress may direct toward _paying cost 
of the administration of the "act, the .remainder to .be -expended 
under directi0n of the commission in maintenance of dams or 
other navigation structures owned "b.Y the United States or in 
the construction and operation of headwater improvements of 
streams u_pon which the coDl.Ill1ssion1sauthorized toissuelicenses. 

Licensees are to pay their proportionate share for benefits re
ceived from storage reser.voirs or other ·headwater improve
ments constructed by the United States {)r by .otller licensees. 
If the dam or project works .ru:e tone constructed in any of 

the navigable waters of the United "States the commission may 
require that the licensee construct without expense to the United 
States suCh .loCk or lo.cks, lJooms, -~uices, or other structures as 
may be necessary .for navigation pm:poses, or in the event that 
the United States.ma:kes.such installationitself then the licensee 
would be obliged to convey to the"United States .free of cost~uch 
of its lands as lllight be .necessary, together with the right of 
passage through its dams ll.lld structures. 'The War Department 
is given control under the act of the pools created by dams .in so 
far as required in the interest of .navigation. The commission 
may also oblige the licensee who npermes in a navigable water 
to furnish power free of cost for operation of nav.igation facili
ties and to maintain and operate a.t their own expense lights, 
signals, and fishways. 

The licensee must begin construction within the -time specified 
in the license, not exceeding two years from its date, and com· 
plete such part of the ultimate develqpment within the time 
fll)ecified as shall in the judgment of the commission be sufficient 
to supply the needs of the then ·.available market, and :must .from 
time io time construct such 3>0rtion of the remainder of £uch 
development as the commission may direct BO as to supply market 
demands until the full development shall have been made. 

In issuing licenses ·for n -minor part only of a complete project, 
or for a complete project of not more ·than 200 horsepuwer, the 
commission is empowered to waive such conditions oi the act, 
except the license period of 50 years, ns it :may deem best. 

The act provides that the Umted States may take over und 
operate any project during sn.ch time as the President deems 
that the sa:fety of the United States demands it, for the pur
pose of manufacturing nitrates, explosives, or ·munitions o_f war, 
or for other tPUI'POSe, the licensee to .be properly Tecompensed 
when the property is returned. 

The exercise af the right of eminent domain is .giv_en -where 
the licensee is a municipal corporation or ·a public-service agent 
<1f a State or a public 11tility or ..se.vvice corporation, for the 
acquirement of necessary lands or property oi others. 

The act provides that contracts -extending "for periods beyond 
the date of termination :Of the license may be entered into by 
licensees, upon approval of the public-service commission of the 
State in which the sale or delivery of the power -is mane, or i! 
sold or deliYered in~a ·State whid:l has no .such public-service -com
missions then upon the rrpprovalofiheFederalpowercommission. 

..As a condition nf the licen.se all licensees nre placed under 
the control of the 'PUblic-service commission or other duly c-on
stituted ·agency of the State ln which the service is xendered 
as to regulation of ser-rice .and rates to lre charged :for power, 
or, if the State hns no such n.gency, then -the Federal power c.om
nli8Sio:n is gjxen authority io regulate rates Rnd ser:tice and also 

the amount :and character of -securities <to be issued by licenseef{ 
until such time as the State does provide -such agency. 

The bill _provides that when the -sale of .power enters into 
interstate or foreign -commerce, the rates charged and service, 
rendered b.Y licensees or their customers must be reasonable, non-- · 
discriminatory, and just to -the consumeJ:, and whenever any of 
the .States directly concerned have not provided a JlUblic service 
commission or other agency having authority over rates, service, 
nnd is uance of ·securities, or where aey of the States jn which 
the senice is rendered are unable to 'agree, then jurisdiction in 
these matters is conferred upon the Federal power commi.ssion. 

Combinations, agreements, or understandings, expressed or 
implied, to limit the output of ,eJectrical energy, to restrain trade, 
or to fu, niaintain, or increase prices for electrical energy or 
service, are prohibited. Hen vy penalties are .Provided for non
compliance with ·the requirements of the act. 

The bill expressly provides that nothing contained therein 
shall affect -or interfere with the laws of the respective States 
relating to the control or use of water used for irrigation or for 
municipal purposes. 

1\,..hile the .Tight to alter, amend, or :repeal the act .is reserved, 
it ls provided that it shall not affect any license ·theretofore 
issued under .its provisions. 

The bill provides that nothing contained therein shall modify 
or repeal the act of Congress approved December 19, 1913, grant~ 
ing certain rights of way to the city -of San Francisco, Calif., and 
the act repeals section 18 of the act approved ~ugust 8, 1917, 
making appropriations for the construction, and so forth, ·of cet~ 
tain public works on rivers and harbors, and for other :pur_poses. 

Upon the expiration of :the license, w.hich shall have been is
sued for a period of not .to exceed 50 yeaxs, -the act provides that 
the United States may-

( a) Upon two -years' notice, :purchase any project covered .by 
any license, upon paying the net investment of the licensee not to 
exceetl the ·fair vruue of theJ)roperty taken, plus-such ::reasonable 
damages, if any, to property of the lieensee, dependent -for its 
usefulness upon the continuance of rtlre 1icense, but .not !taken, 
as may be caused .by the Eeverance tlrerefrom af :prop:erty taken, 
and upon assunrlng all contracts entered into ·by 'the licensee 
with approval of the commission. The term ".net investment~· 
used as the basis ·of-valuation in case of purchase, and as defined 
in the bill, is simply a u get-your-money-back proposition," anU 
under it no licensee could secure more than the amount nctually 
invested. Wishing·to .be sure of my ground in thisiDatter,..I .sub
mitted the ·question to the well-known 'firm of public account
ants, Messrs. Ma:rwiek, Mitchell, Peat & Co., ,of New York City, 
and received the "following reply from them: 
[U. S. :A.: N-ew York, "79 Wall Street; BoEton, 148 State Street; Phila

delphia, a.42:1 Chestnut Street; New .Orlero18
0

Hibernia :Bank .Building; 
P.ittsburgh, 248 Fourth Avenue; Chicago,~ 5 South La Salle Street; 
_Milwaukee. Pabst "Building ; St. Loui13, Federal .Reserve .Bank Building ; 
Kansas City, Commerce •Building; Detroit, Dime Savings Bank Build
ing; Minneapolis, li15 South Fourth Btreet~ ,Dallas, American Ex
chan_ge National Bank 'Building; Salt Lake City, Walker Bank Build
ing; Portland, Narthweatern .Bank Building; San Francisco, 3:1.0 
California ·Street. Cmlatla : Montreal, 260 St. James Street ; Turonto, 
lJtoyal Bank Building; Winnipeg, Northern ·erown :Buiiding; 'Moose 
Jaw, Walter f3cott Block; Calgary, Canada Life :Building; Vancouva-, 
Standard Bank .Building. Europe : London, Pinners _ll.all, Old .Broad 
Street; Glasgow, 13o Bnchn:nan Street·· "Paxfs, 5 Rue Darrnou Pres 
u'Avenue de !'Opera. Canle addl'ess, "Ma:wikmit" for all offices. 
Codes Westei:D 1Union, .A B C 5th editio:nJ 

Manmcx:, MITcHELL, PEAT & Co., 
.:ACCOllSTANTS .AND .AUDITORS, 

Ron. WESLEY L. JONES, 

79 WALL STREET, 
:New York, November s, 1919. 

United States Bena,te, 'Washinoton, D. 0 • • 
DEAR SIR: At your request we have carefully considered the term 

" net investment " as defined ia H. R. 3184, Senate Calendar 1:55, a bill 
"to create a Federal power collliilission and to define its powers and 
duties, to pro.vide :far the impro-vement m navigaTion, for the develop
ment of water power," etc. 

We have-studied the term "net :Investment" as ilefined in s .ection 3 in 
its relation, where applicable to the remainder of the bill, and especially 
as to the establishment of accounts by the Jicense.e as set forth in section 
4, subsection F. The maintenance -of the property und establishment 
of depreciation and other reserves, as provided in section 10, subsections 
C -and D, and as to the financial conditio:ns provided for in Bections 14 
and :1:5, .rela:ting to the ,purchase at the property of the .licensee if taken 
over •by 'the Government or by a .new licensee after the expiration of 
the original license. 

We give it-as our opiaion that under the term "net investment," if the 
property of the licensee were purchased by the Government or by a new 
licensee after the ~iratio:n of the original license, the owners of the 
property would be entitled to receive not .-more than the actual amount 
invested. If this is the object of the bill, then we think that the ex:act 
wording used in defining ' net investment " aecUTiltely meets the con
dition. 

Yours, very truly, MAR WICK, MITCHELL, PEAT & Co . 

(b) In case the •Government does not J>urchase the -project, it 
may issue ·a :new :license to the original licensee or .to a new. 
li~emree -upon .such term.s and -conditions as may be authortzed 
by the then existing laws and regulations, .upon condition that 
any :new licensee shall, before taking -;possession, pay such 
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amount and assume such contracts as the United States would I think the terms are very onerous, yet they think they can work 
be required to do if it purchased the project. under the bill, and that there will be very substantial develop. 

(c) In the eYent the United States does not at the expiration ment under it. 
of the original license exercise its option to purchase the 1\lr. 'V ARREN. No doubt there will be; but I imagine that a 
project, or if it does not tender a new license on reasonable great many of the locations that would be taken up if there were 
terms to the original or to a new licensee, which is accepted, more liberal terms, conducing very greatly to the conyenience o:( 
then the act provides that the commission· shall issue from year the public, will have- to wait. 
to year an annual license to the then licensee under the terms 1\Ir. JONES of Washington. I think that is probably true. 
of the original license until the property is purchased by the 1\Ir. NORRIS. :Mr. Presiuent--
Government or by a new licensee or a new license is issued. 1\Ir. JOI\TES of Washington. I yi~ld to the Senator from Ne-

It will thus be seen that under the terms of the act the Fed- braska. 
eral Government has, through its commission, the first right to l\Ir. KORRIS. I was going to make the sugge tion that the 
develop any of the water powers under its jurisdiction. Should Senator from 'Vyoming has made; but is it not natural to ex· 
the Federal Government elect not to do so, then States and pect that? Unless we gave a bonus for somebody to develop 
municipalities are accorded a preference right to licenses on a 'Yater power, nobody would ueyeJop it unless he was con"' 
even terms over citizens, associations of citizens, or corporations vinceu, the same as in any other business venture, that by its 
organized under the laws of the United States or any of the development be was going to make a reasonable return, at least, 
States thereof. Neither the Federal Government, the States, nor on his inyestment. We could not expect all the water powers 
municipalities would pay any charges in event of thei.r develop- to be developed under any kind of a bill unless we gave people 
lng water power, and the entire burden of sustaining the cost of a bonus for development; and, indeed, do we want to develop 
administration of the act, in addition to payment for use of Gov- a water power that will not pay? Is it not better that it be not 
l)rnment lands, would fall upon such citizens and priYate corpora- deYeloped? 
tions as cared to enter the field of water-power deYelopment. 1\Ir. JONES of Washington. If it will not pay under reason· 

While the Federal Government, the States, and municipalities able terms and conditions, of course it had better not be cleYel· 
would be privileged to develop and operate water powers with- oped; that is true. The only question about it is whether these 
out any restrictions, and would not be under the regulation of terms are not really too restrictive, and whether the definitions of 
any governing body as to rates and service, yet if citizens and the net inyestment and the return which is to come back to these 
private corporations undertake the development of water powers people in case such propery is taken over are not too onerous. 
they would, from the date. of the signing of the preliminary per- l\fr. KORRIS. That is after a 50-year lea!:le has expired. 
mit until completion of the period of license, be under the close l\fr. JONES of Washin~on. Yes. 
supervision of both Federal and State authorities, not only as 1\Ir. NORRIS. I have no doubt but that the public-service 
to the rates they would charge for: power and the character ~f commission, in fixing the rates that they will permit these people 
service they would render the pubhc but als.o as to every de~ml to charge, will take into consideration without any question the 
nf their business. They would be faced w1th heavy penalties, lean years and the years when they had no return on the in
the revocation of their permit, and loss of their property if they vestment. 
failed to conform strictly to the ~erm~ of the act. ~ey woul.d 1\ir. WARREN. \Ve have to remember, when we con~ider an 
have to take all the cJ;lances of failure m a somewhat r:sky buSl- undertaking of that kind, the undertakings of our railroads. 
ness, for dams sometimes go out through floods; and If after a '.fhere are so few of our railroads that have not a-one throuo-h the 
generation of h~rd work they should have a~ last establish~~ a lean years, and, for that matter, receivers' ha~ds, bnnkt~ptcy. 
substantial busmess they would b~ f~ced w~th the probability As the Senator from Nebraska says, these matters will be taken 
that the _Government might exercise 1ts o~twn and take over up only by those who expect returns in the long run; but I think 
their proJect fo~ itself, or allow some new ~1censee to do so, ~nd it will be fair for business men to expect, in nine out of ten 
they would r~e1ve only the actual amount mv-ested and nothing cases, that there will be very lean years for quite a long time 
for the good will created by years of hard work. after the installation of new plants. 

The option which is granted through this act to the Federal 1\Ir. NORRIS. It seems to me, however, that when tlle 50-
Government to take over the water powers of the country at year period has expired you will undoubtedly find that the re
cost, after they have been developed, gone through the early turns, if it has been a successful venture have been sufficient 
years of hardship and difficulty of securing a ma!'ket. for the so that those who have invested their mon~y have derived a rea· 
energy, and have been placed upon a successful bas1s, w1ll ·prove sonable interest upon their investment from the time they made 
of enormous value if the water powers of the country are de- it. Now, if the Government wanted to take it over and had to 
veloped through private enterprise and capital. A. friend of pay a bonus at that time above the investment, it seems to me 
mine much interested in water-power developme~t, m whom I that it would not induce the development of any power, be· 
have the utmost confidence, assures me that a pnvate corpora- cause men wili not go into it, even if there is going to be a bonn~ 
tion might undoubtedly be organized which would pay a billion given by the Government, on the theory that at the end of 50 
dollars for such an option if it could receive it. The Govern- years they can make an advantageous sale to the Government. 
ment, therefore, is securing a tremendous bargain if it can induce So I do not believe that Congress ought to be any more liberal 
the development of the water powers of the .country under the at the expiration of the 50 years than they are under this bill. 
terms of this bill. And, indeed, such restrictive terms as I have To me, the thing that seems weak in it is the commission. 
set forth, and which are contained in this act, do not constitute a The bill provides for a commission of Cabinet officers. I 
very attractive proposition to enterprising men and to capital; think it ought to be a permanent body of men who would become 
but, as I said before, water-power men tell me they can work experts in that line after they have been in office a while, re-
under it, and so I hope we may soon pass it. moved entirely from political control, taken entirely out of poli-

1\lr. WARREN. 1\fr. President-- tics, and not confined to Members of the Cabinet, who, us every-
l\Ir. JOI\TES of Washington. I yield to the Senator frum body knows, change with every administration, and a good many, 

Wyoming. times during an administration, and new men are put in who do. 
Mr. WARREN. I understand from the terms stated by the not know anything about the business. 

Senator th~t the basis is actual cost, without any addition for Mr. JONES of Washington. I agree absolutely with the Sena. 
the use of money, without interest. Now, I can easily imagine tor's idea in regard to that; but, as I said a while ago, this 
a corporation or an individual starting with a plant and running seems to be the best provision that we can get in the hope ot 
a great many years without any return whatever; and in ease securing legislation, so the committee very reluctantly accepted 
a concern had established a plant of that kind, and had run the House provi~ion with reference to that. It will be remem· 
along 10 or 15 years without making any return whatever, and bered that a bill covering this subject passed the Senate at the 
merely paid operating expenses after that, would the Senator last Congress, and then was amended very materially and passed 
thlnk that it was very much of an inducement for ·individuals or the House, and went to conference, and that the conference com .. 
corporations to take up water power at any point where there mittee agreed and submitted a report which was adopted in the 
was any question of success? Of course, it would lead to the House, but was not adopted in the Senate. The House, in pass- , 
development of the most promising propositions, but would it ing this bill, took as its basis substantially the conference re· 
lead to takino- up those less promising unless they were assured port. The Senate committee, in the hope of getting legislation, 
nt least a sm~ll interest on their money? changed that in just as few particulars as it felt that it was 

l\fr. JONES of 'Vashington. Mr. Presitlent, I am afraid it proper to do in the hope of getting legislation. I 
would not; but the provision relating to that subject has passed As I .say, I agree absolutely with the Senator with reference 
the House. It has passed the House several times, and that to the commission: but the House, as we understand, is very; 
seems to be about the best provision that can be made; so the firm upon the plan which is embodied in the bill, and so we illd I 
Commerce Committee of the Senate, instead of changing it, not deem it wise to suggest a change. 
have reported that without any substantial change. As I say, Mr. President, that is all I wish to say to-day. I desire to . 
while the men who are interested in ,yater-power development give notice to the Senate,_ however, for what it is worth, that 
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I shall endeavor to hm-e the water-power bill brought up for 
consideration immediately -upon the disposition of the railroad 
bill. Of com·se, I do not know whether the railroad bill will 
~t through before the holidays or not. I hope it will. I hope 
It will get through in time for us to consider the water-power 
leo-islation before the holidays; but, at any rate, just as soon 
asb the railroad bill is disposed of I am going to do everything 
in my power to ha\e the water-power legislation taken up and 
acted upon by the Senate. 

GOLD CERTIYIC..!.TES. 

Mr. SMOOT. Mr. President., the Senator !rom Connecticut 
[lli. McLEAN] reported to the Seru:tte this morning Senate bill 
3458. 

Mr. POMERENE. When was the report made? 
1\Ir. SMOOT. This morning. 
1\fr. POMERENE. When was it taken up by the committee, 

if I may ask? 
Mr. SMOOT. I will say to the Senator that I introduced the 

bill Qil December 2. It is a bill tQ make gOld certificates of the 
United States, payable to bearer on demand, legal tend~r. If 
there is any objection to it on the part of the Senator, I will not 
press it at this time. 

Mr. POMERENE. I do not know that InaYe any objection to 
it. I ain very frank in saying that at the time we were fram
in"" the Federal reserve act I not only wanted these notes to_ be 
m;de legftl tender but, if I could have had my way about it, I 
would have made the Federal reserve notes legal tender. 
· 1\fr. SMOOT. I will say to the Senator that the reason why 
I am asking for the consideration of the bill is that Gov. 
Harding of the Federal Reserve Board, desires action upon it 
at the ~ery earliest possible date. The holiday trade is on. 
The one and two doUar silver certificates are virtually with
drawn from circulation; nnd the business people of the country, 
from one end of it to the other, are begging the United States 
Government to send them one and two dollar bills. We are 
not in a condition to do so unless we pass this bill, as I _ .ex
plained the day that I introduced the bill; but if there is the 
least objection to it I ~ill not ask for its consideration at this 
time. 

Jllr. POMERENE. The bill was introduced on December 2. 
I ha Ye had no notice of any meeting of the committee, and I 
should prefer to bear what the members of the committee have 
to say ·who were present or had notice about it. 

Mr. Sl\IOOT. I will say to the Senator that the report from 
the coiil.lllittee is a unanimous one, and was made this morning ; 
but if the Senator does not want any action on the bill to-day, 
all be has to do is to say so. 

Mr. POMERENE. No; I raise Q.O objection to it, because I 
think, as I understand it, I am in sympathy with the J>urpose 
of the bill. 

Mr. SMOOT. I ask unanimous consent that the bill be taken 
up at this time. 

The PRESIDING OFFICER (1\Ir. STERLING in the chair). 
Is there objection to the present consideration of the bill? 

There being no objection, the Senate, as in Committee of the 
Whole, proceeded to consider the bill ( S. 3458) to make gold 
certificates of the United States, payable to bearer on demand, 
legal tender, which was read, as follows: 

· Be it enacted, etc., That gold certificates of the United States, payable 
to bearer on demand, shall be, and are hereby, made legal tender in 
payment of all debts and dues, public and private. 

SEc. 2. That all acts or parts of acts which are inconsistent with this 
act are hereby repealed. 

Mr. FLETCHER. Mr. President, I was present at the meeting 
of the committee 'vhen the bill was considered. It is a very 
excellent bill, so far as I can understand. We did not have time 
to get a report from the department on it. 

Mr. SMOOT. Yes ; there is n report, and it is filed with the 
bill. I am going to ask thllt it be printed in the REcoBD. 

1\Ir. FLETCHER. I would like to have that done, and I am 
taking the assurance of the Senator from Utah with regard to 
the attitude of the Federal Reserve Board. 

Mr. SMOOT. There is not a doubt about it. 
Mr. FLETCHER. I think it is a good measure. 
1\Ir. POMERENE. Mr. President, may not the report be read, 

if there is a report here? 
l\lr. CUl\11\fiNS. Mr. President, may I ask what has become 

of the unfinished business? 
1\Ir. SMOOT. I asked unanimous consent that the bill might 

be considered. 
Mr. CUl\ll\IINS. I am not going to object, but I do not want 

the unfinished business to lose its place. 
Mr. SMOOT. Oh, no. I can assure the Senator on that point. 
Mr. POMERENE. Mr. President, I have just received word 

that the senior Senator from Colorado [Mr. THoMAS] would like 
to be present when the bill is taken up. 

Mr. SMOOT. I think the remarks of the senior Senator from 
Colorado the other day were rather of a facetious nature. 

Mr. POMERENE. The word I have is that he desires to be 
heard on the bill. 

Mr. SMOOT. Then, 1\Ir. President, I will ask that no fur
ther consideration of the bill be had at this time and that it go 
to the calendar for the present. 

B.AILRO.!D CONTROL. 

The Senate, as in Committee of the Whole, resumed the con
sideration of the bill ( S. 3288) further to regulate commerce 
among the States and with foreign nations and to amend an act 
entitled "An act to regulate commerce," approved February 4, 
1887, as amended. 

l'.Ir. CURTIS. 1\Ir. President, I prepared five amendments to 
the original Cummins bill, Senate bill 290G, and they were 
printed. I find that the necessity for a number of those amend
ments has been done away with by the provisions of the bill 
now being considered-Senate bill 3288. So at this time I do 
not desire to have them considered, unless the Senator from 
Iowa desires that they be disposed of. I do want to state, 
however, that during the consideration of this measure I want 
to move to strike ·out section 10. If that is successful, I will 
follow it with other motions ·with regard to the boards provideu 
for in the bill. 

Mr. CUMMINS. There is no amendment pending, so far as I 
know. Does the Senator from Kansas desire to offer an amend
ment? 

Mr. CURTIS. There are five amendments printed and on the 
table is what I mean; there are six printed and on the table, as 
a matter of fact. 

Mr. CUMl\ITNS. I did not know whether the Senator from 
Kansas desired to offer one or more of them. 

Mr. CURTIS. I say I do not at this time unless the Senator 
from Iowa wants to dispose of them. I would rather explain 
my objection to this provision of the bill and take up the othe·r 
matters afterwards'. 

Mr. CUMMINS. Very well. 
Mr. CURTIS. 1\Ir. President, experience can alone disclose 

the extent of the benefits which new agencies bring to tlie world 
and the evil results from abuses of power or the neglect of duty 
can only be learned from their actual occurrence. ~his has 
clearly been demonstrated in the development and the man
agement of the great railway systems in this country. 

When the railroads were first built, no one foresaw their won
derful benefits, their growth, their power, and their influence; 
and no one dreamed of the abuse of power, the corrupt prac
tices, and the neglect of duty which has occurred in the manage
ment of many of the great lines. 

The good resUlts should be preserved, faithfUl and good man
agement should be encouraged, and the neglect of duty and the 
abuses of power should be prevented. 

The country has seen the results of the different ·kinds of 
management of the great railroad systems; they have seen some 
of the best roads so poorly, if not criminally, managed that 
they were wreck-ed or thrown into bankruptcy; they .have seen 
favoritism shown to great corporations; and they have seen one 
comtnunity built up at the expense of another. That there were 
actual abuses of various kinds in the management of many of 
the great lines will not he disputed, while, on the other hand, 
the country has seen some of the systems grow great and bring 
immeasureable benefits to different sections of the co1mtry 
through honest and fair management. The railroads have been 
a great benefit to the people of the various sections of the United 
States, but under good management and proper Government con~ 
trol and regulation they can and will be of greater benefit. 

When our country became a party to the great World War 
the Government took over most of the railroads and has been 
operating them since ·.January 1, 1918. In that time it has cost 
the Government in actual appropriations the sum of 1,250,-
000,000. The chairman of the committee says that it is esti
mated that the deficit will be about $650,000,000 for the two 
years. At this time no one can tell the amount of claims that 
will be filed. Many of the roads are claiming they have been 
greatly damaged and have suffered great loss in business. To 
say the Government operation has been unsatisfactory and ex
tremely expensive would be putting it very mildly. The time 
has come to turn the roads back to their owners, and it is the 
duty of Congress to enact such legislation in regard to their 
control and regulation as will require the roads to give the 
public the service tu which they are entitled and to preYent, as 
far as I>OSsible, the recurrence of well-known abuses that were 
practiced under the old managements. In short, the ronds 
should be operated ior the public welfare. 

It has been demonstrated that the evils of the past in rallroa4 
management, such as the practice of discrimination, stoc~ 
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watering, rebating, po'oling, and railroad wrecking are not neces
sary, and the roads whose managers have followed such prac
tices have suffered great losses. It has also. been demonstrated 
that honest operation of railroads, good service to the traveling 
and shipping public, fair and just dealing with those who 
patronize the roads, reasonable wages, for the services rendered, 
to the employees will bring prospelity to the roads and provide 
ample return on actual and necessary investments. The ulti
mate power in tllis country still rests with the people, and they, 
through their representatives, may exert regulating control over 
the corporations created by the Government, and the Congress 
has the power and the right to bring such corporations into 
full harmony ,.Yith commercial equality and public · justice. 

The question of providing for the turning of the roads back 
and e regulation of their operation in the future is now be
fore the Congress, and it is for Congress to decide what legisla
tion is needed to preserve the usefulness of the railroads to the 
public, what will enable the roads to do. justice in the way of 
pay to the great army of men and women in their employ, to 
give the public good and efficient service, and at the same time 
protect the legitimate, honest, and actual investments of capital 
in the railroad properties of the country. 

There are now virtually two plans before the Senate, one 
the Senate bill and the other the House bill. Both have been 
carefully considered by the committees having charge of them, 
and the House bill has come to the Senate with the approval of 
a good majority of that body, and it seems to me that the Senate 
should adopt the plan which will cause the least interference 
consistent with freedom of action and at the same time guar
antee protection to the public. This can be done by enacting 
legislation which will meet existing conditions and by providing 
for such regulation and control as will bring fair and just 
treatment to all concerned. 

It is· not my purpose to discuss the bills in detail. That can 
be better done by members of the committee who have devoted 
much time and study to the question. It seems to me, however, 
that too many boards and commissions are provided in the 
measures. It would be better to vest the power and authority 
of the various boards in the Interstate Commerce Commission. 
It has been in existence for many years ; it has considered 
many of the questions which are bound to arise under any 
legislation that may be enacted; it has the confidence of the 
people ; and it is better equipped to consider and settle rail
way questions than any new board could possibly be. 
. There should be but one commission, and it should have full 
power to settle all disputes arising between the roads and the 
public and all questions of wages and labor conditions that can 
not be settled by the man and the management. 

I doubt it the plans for the settlement of labor disputes sug
gested in the House or Senate bills will be successful. If you 
will read the sections covering this question, you will find that 
the men and the management are given the same number of 
representatives on the various boards. 

The Senate bil~ provides for the creation of a committee on 
wages and working conditions and three regional boards of ad
justment for the purpose of settling disputes and controversies 
between the railways and their employees. 

The committee of wages and working conditions is to be corn
posed of eight members, four to represent labor and four to 
represent the carriers. This committee is empowered to hear 
and determine cases on appeal from the boards. 

The three boards of adjustment are to consist of six members 
each and are made up as follows: 

Three of the members of each board are to represent labor 
and three are to represent the railways. The bill also creates 
a transportation board, which is to be composed of five mem
bers to be appointed by the President. This board is given 
great power, but it seems to me that the work assigned to it 
could be assigned to the Interstate Commerce Commission. 
Each member of this board is to receive a salary of $12,000, 
and it is empowered to employ assistants, clerks, stenographers, 
attorneys, and other assistants. There is transferred to it some 
10 or more subjects that are now under the jurisdiction of the 
Interstate Commer·ce Commission. It would be better to let 
these duties remain where they are rather than to build up 
another board with an army of employees. Decisions of the 
various labor boards and the committee on wages and working 
conditions are to be certified to the transportation board and 
shall take effect \\·hen. approved by it, and the decision of this 
board is final. 

The members of' the committee on wages and working condi
tions are each to be paid a salary of $7,500 per annum, and the 
members of. the boards of regional adjustment are each to re
ceive a salary of $5,000 per annum. The committee and each 
board may appoint a secretary and the necessary employees. 

Under the House bill the railway ·board of adjustment No. 1 
consists of 8 members, 4 to be selected by the carriers and 1 
from each of the four organizations of the employees. 
· Board No. 2 is to consist of 12 members, 6 selected by the 
carriers and 1 each from the six organizations of employees. 

Board No. 3 shall consist of 8 mernbe1,·s, 4 to be selected by 
the carriers and 1 from each of the four organizations of em· 
ployees. 

Matters that can not be settled by the railway board of ad· 
justment may be referred to the commission on labor disputes. 
There are three such commissions, and they are made up in the 
same manner as are the railway boards of adjustment. 

The representatives being interested, there is great danger 
of a deadlock, and it seems to me that the Interstate Commerce 
Commission would be disinterested and would be in a much 
better position to determine what would be right, fair, and just 
to the roads and their employees. 

If the questions of wages and labor conditions are not to be 
left to the Interstate Commerce Commission, and if settlements 
of grievances, controversies, and disputes arising between the 
officials of the railroad and its employees can not be handled 
and settled in the usual manner, then a board of disinterested 
persons should be created with power to hear, settle, and finally 
dispose of the question. The board so created should be com~ 
posed of men of high standing and wholly disinterested, so that 
the rights of the public, the employees, and the railroads will 
be fairly, justly, and finally settled. 

In the past it has been the policy of the Government to refuse 
to permit railroads to enter into combinations, but the Senate 
bill changes this policy, and instead of making combinations 
illegal, it requires the railroads to consolidate into not less than 
20 nor more than 35 separate and distinct systems. 

I have grave doubts about the provisions of the pending bill 
which provide for consolidation of railroads. I fear they will 
prevent competition. The legislation enacted should guarantee 
full and free competition. The people have freely voted bonds to 
assist in the building of railroads for the purpose ot having com
peting lines, and the principle of competition should be main
tained so that natural laws of trade may not be interfered with. 

I do not believe in pooling agreements, because such agree
ments can mean but one thing, and that is the suspension of 
competition. There is no denying the fact that just as far as 
pooling is permitted, just that far competition is avoided. The 
question of pooling has been before the courts a number of timesr 
and it has met with universal condemnation . 

The law should prohibit abuses and leave legitimate invest
ments open to all. Authority should be given the Interstate 
Commerce Commission to restrain the railroads whenever they 
threaten the public interest. The roads are chartered for the 
public welfare. 

The people ask that all persons be given equal rights, and that 
the service render~d by the railways shall be performed impar
tially, and that the charges for such services shall be fair and 
reasonable and based upon the same standard of cost. Tile 
management and operation of railroads with due regard· for the 
rights of the public is needed now more than ever before. The 
farmer who has grain and stock to ship is entitled to the same 
treatment that is afforded the largest corporation in the land; the 
rights of the small cooperative elevator are as sacred as are the 
rights of the biggest corporate owned elevator. In short, the 
right of the humblest shipper or traveler should be guarded 
against the encroachment of the most powerfuL 

The Congress should not enact a law which will prohibit 
capital from investing in any legitimate and lawful enterprise, 
for to do so would be to destroy the freedom of trade, and while 
the legislation enacted should not be oppressive to capital 
legitimately and actually invested in railroad property, yet it is 
clearly the duty of Congress to protect the public against abuses. 

I have studied the two measures very carefully, and I find 
that each has some very good provisions, but I think some 
amendments are necessary. There are some provisions of the 
House bill which I prefer to the Senate bill. I hope some meas
ure will be acted upon very soon, for all concerned have a right 
to know what legislation is going to be enacted. 

If possible, I would like to see the best parts of each bill 
retained; this may be done upon agreement and recommenda
tion of the conferees. 

I might state in conclusion that I have prepared and had 
printed another amendment in reference to those boards in case 
they are retained. I hope they may not be retained. The Sena
tor from Missouri [Mr. SPENCER] has prepared a substitute 
which I think will give better satisfaction than the provision of 
the House bill or the Senate bill or the amendment prepared by 
me. That amendment, I suppose, will be taken up on l\1onuay 
or Tuesday .when the bill is again up for consideration. 
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Mr. CU:.Ml\HNS. Do I understand that the - Senator from 
Kansas desires to offer the amendment to which he has just_ 
referred? 

Mr. CURTIS. I move to strike out section 10 of the bill, but 
I ask not to be required to take it up now because the subcom
mittee of the Committee on Finance are waiting for me. If 
that amendment may be pending, I move to strike out section 10. 

Mr. CUMMINS. I am, of course, very much opposed to strik
ing out section 10, but I think in view of all the circumstances 
.we can not proceed with the consideration of the bill this after
noon. There are two or three Senators who desire to address 
the Senate generally upon the bill who are not prepared to do so 
this afternoon. I believe that time probably will be conserved 
if just now I ask unanimous consent to temporarily lay aside 
the unfinished business. 

The PRESIDING OFFICER. Is there objection? The Chair 
hears none, and it is so ordered. 

GOLD CERTIFICATES. 

Mr. SMOOT. l\lr. President, I ask unanimous consent that 
the Senate proceed to the consideration of the bill (S. 3458) to 
make gold . certificates of the United States payable to bearer 
on demand legal tender. 

There being no objection, the Senate, as in Committee of the 
Whole, resumed the consideration of the bill. 

The PRESIDING OFFICER. The bill has already been read. 
l\lr. POMERENE. The report of the committee has not been 

read. 
The PRESIDING OFFICER. The report of the committee 

has not been read. 
l\lr. POl\illRENE. I ask that it may be read. 
The PRESIDING OFFICER. The Secretary will read the 

report. 
The Secretary reac.l the report this day submitted by Mr. 

McLEAN from the Committee on Banking and Currency, as 
follows: 

~lr. l\lcLEAN, from the Committee on Banking and Currency, 
submitted the following report: 

The Committee on Banking and Currency, to whom was referred the 
bill (S. 3458) to make gold certificates ot the United States, payable 
to bearer on demand, legal tender, having considered the same, report 
favorably thereon, with the recommendation that the bill do pass with
out amendment. 

The fact that silver certificates have been withdrawn from circuJa
tion and the silver dollars received in exc.ltange have been broken up 
and sold as bullion for a price considerably above their coinage value 
has caused a marked shortage in notes of the smaller denominations. 

Your committee is informed by the Treasury Department that the 
demand for one and two dollar notes is becoming more and more urgent 
every day. The one and two dollar Treasury notes can be issued only ill 
exchange for unfit Treasury notes and Treasury notes of larger de
nominations. The Treasmy notes of denominations above $2 now 
outstanding total $17 4,453,466, but these notes are largely retained 
by the banks because of their legal-tender quality. 

It is urged by the Secretary of the Tre.'lsury in a communication 
to your committee, which is printed below, that these Treasury notes 
will be released bY the banks if the gold certificates, payable on de
manu, are made legal tender. and, as these gold certificates can be 
redeemed in gold on demand, there would seem to be no good reason why 
this should not be done. 

In addition to the need for an increase in the notes of small de
nominations to meet the ordinary trade requirements, it is claimed that 
it is difficult for persons de-siring to make legal tender on contracts 
to get legal-tender notes for that purpose. 

TREASURY DEPARTMENT, 
Washington, December 5, J!JJ!J. 

MY DEAR SE:-<ATOR : AQswering your inquiry as to the' position of the 
Treasury with reference to Senate bill, now before your committee, which 
proposes to make gold certificates payable on demand a legal tender for 
all debts and dues, public and priyate, I would state that I am in favor 
of this bill and hope very much it will be enacted into law at the earliest 
possible moment. The passage of this bill would not change in any way 
the present reserve situation, for section 19 of the Federal reserve act 
provides that all lawful reserves of national banks must be carried not 
in cash in their own yaults but e:ir:!usively in the shape of ·collected 
balances with the Federal reserve banks. Nor does the bill propose to 
give the legal tender quality to $10,000 gold certificates, which are pay
able to order and of which there are outstanding $654,670,000. 

I think it is wise to confine the provisions or the bill to gold certifi
cates payable to bearer on demand, thus avoiding any · question as to 
the validity of indorsements, which would arise in t-he case of the order 
certificates. On October 31, 1919, the net amount of gold certificates in 
circulation was $424,439,732, the denominations "of which range froru 
$10 to $5,000. As these certificates are receipts of the Treasury for 
gold deposited with it and as each certificate must be redeemed in gold 
on demand, there seems to be no good reason why a gold certificate 
payable to be!lrer on demand and which can command the actual gold 
at any time should not he made a legal tender for all public and private 
dues. United States gold certificates are issued under the provisions of 
section 6 of the act of March 14, 1900, as amended by the acts of 
l\larch 4, 1907, 1\[arch 2. 1911, and June 12, 1916. 

There is a most pressing need for notes of the smaller denominations. 
On October 31, 1919, there were outstanding notes of $1 and $-2 de
nominations as follows : 
United States notes (legal tenders)------------------
Treasury notes of 1890------------------------------Federal reserve bank notes...: _________________________ _ 
National bank notes--------------------------------
Silver certificates-----------------------------------

$152,560,51H 
525,832 

220,865,800 
505,46! 

121,869,917 
Total _______________________________________ 496,327,531 

During the past two years there bas been a heavy demand for si~ver, 
which has been met in part by the sale as bullion of standard silver 
dollars, as authorized under the act of April 23, 1918, commonly known 
as the Pittman Act. This act authorizes, also, the issue of Federal res~rve 
bank notes in denominations of $1 and $2, which are secured by Umted 
States bonds and Treasury certificates and are taxed as national-bank 
notes are taxed. These notes, however, can be issued only as silver dol
lars, are sold as bullion, and can not increase the volume of circulation. 

The demand for silver has resulted in a marked increase in the price 
of silver bullion, and quotations during the past 10 days have ranged 
between $1.29 and $1.3n per ounce, and the average maintained was 
considerably above $1.2929, which is the coinage value. In consequence 
of the enhancement in the value of silver metalt silver dollars are now 
worth more as bullion "than as currency, and Silver certificates, which 
are redeemable 1n silver dollars, are fast disappearing from circulation. 
A larg~ and immediate additional supply of one and two dollar notes 
is absolutely necessary to supply industrial and commercial needs. 
The Treasury has on hand an adequate supply of United States notes, 
or legal tenders, of the denominations of $1 and $2, but can is~ue ~hem 
only in exchange for unfit notes or for notes of larger denommatwns. 
I transmit herewith a table, from which you will see that there are out
standing notes, or legal tenders, of denominations above $2, $175,-
453 466, which are held in large part by the banks because of their 
legal tender quality. 

Should the pending bill become a law t.he banks would no longer 
have any object in holding the United States legal-tender notes and 
would, without doubt. immediately release them to the Treasury iu 
exchange for $1 and $2 notes. The supply of gold certificates would be 
more than ample for the needs of those desiring to make legal tenders 
on contracts or debts, and the gold certificates will be found much more 
convenient for such purposes than gold coin itself. 

The demand for one and two dollar bills is becoming ~ore urgent 
every day, and in order to enable the Treasury to meet these demamls it 
is important that the pending bill be enacted jnto law at the enrliest 
possible moment. 

Very truly, yours, CAn·rEn GLAss. 
Secretary. 

Ron. GEORGE P. McLEAN, 
Chain11an Committee on Banking and Currency, 

United States Senate. 

Monthly statement. -

Denominations. 

[Paper currency of each denomination outstanding Oct. 31. 1919.] 

United Treasury Federal re-
States notes. notes of 1890. serve notes. 

Federal re
serve bank 

notes. 
National- Gold certi.fi-1 Silver cer-

bank notes. cates. tificates. Total. 

Sl ..................................................... $111,905,415 1323,834 .............. $174,241,436 l342,072 -····-··-····· $95,981,177 ............. . 
~2-. ................................................... 40,655,103 201,998 .............. 46,62-1,384 163,392 ·············· 25,888,740 ............. . 
15.. • .. • .. • .. .. . . . . . . • . . . . . • .. .. .. .. .. .. . • .. .. . . . .. .. .. 149,534,940 429,948 . • .. .. .. . .. .. . 37,423, 160 142, 272,305 ---- ....... --. 39, 516,477 ............. . 
flO ........... _ ..................... _ ....... _ ....... _.. 27,051,541 427,940 ......... _. _.. 6, 274,800 282,460,600 $212,757,435 6,550, 861 ............. _ 
r20 ................................. _ .......... _ ... _... 6, 899, 242 190,330 .. .. • • .. . .. .. . 5, 079, <HO 234,433,120 183, 804, 604 7, 346, 39u ............. . 
~50-................................................... 1,045, 775 8,650 .............. .............. 30,856,450 58,313,630 4, 707,935 ............. . 
1100................................................... 1,686,000 78,300 .............. ·············· 33,206,800 82,781,900 244,320 ............. . 
~500... ................................................ 1,267,000 .............. .............. .............. 88,000 19,221,000 13,500 ····-········· 
~l ,COO. ................................................. 7,626,000 59,000 ...••••••••••. .............. 21,00!> 110,308,500 16,000 .............• 
! 5,000 ........................................................................................................................ 142,115,000 .............. ·············• 

~ia~oilai-paits: ~~::::: :: :::~:::::: ::::::::::::::::::: ...... -~~:~. :::::::::::::: ::::::::::::::,:::::::::::::: ... ····59; i93 · _. ~~:~~~,-~. :::::::::::::: ~ ~::::: :::: ~~: 
Total.. ............ _ ............................ _ 347,681,016 I, 720,000 ............. -I 269,642,800 I 723,902,932 It, 463,972,069 I 180,265,400 1 ............. . 

DedU~known, destroyed.............................. 1,000,000 ···-······-··· ...................... . ..... ····-·········1······-· .. ··.. .............. Sl,OOO,OJJ 
H eld in Treasury.................................. 18,667,032 10,907 $41,580,473 58,93i,431 53,883,553 800,284,057 24,129,686 ............. . 

~iU!e!!!*~o~~a:Ji~~!5il~~i~j~~ii~~~::::: :::::::::::::: :::::::::::::: ::~~~·:~~~~:~~: ::::i;~~;~: ::::i;~~;~il :~~~~~~~~: :::::::::::::: .)~~;-~~;-~~ 
Net .............................................. 328,013,984 ! 1 709,093 ............. . , ~09,049,3'3!> 668,510,772 j 424,439,732,156,135,714 ............. . 

Treasury Department, Office oithe Treasurer of the United States. 
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1\Ir. POMERENE. Mr. President, I have no objection to the 

passage of the BilL I think it is a reflection upon the Treasury 
Department that they did not ask for this legislation long ago. 
There is no sound reason, at least in this day of financial opera
tions, that can be urged why we should have gold as a legal 
tender and not have the certificates which represent that gold 

· a legal tender. If it were within my power I would add Federal 
reserve notes as well. 

1\lr. THOMAS. 1\lr. President, the one significant feature of 
this measure is the time when presented for consideration. It 
comes when silver is worth in the market very much more than 
gold and when gold is the cheaper of the two metals. We are 
about, therefore, to bestow a faculty_ and virtue upon the repre
sentative of unsound money. There can be no doubt about that' 
fact, because I have listened to its assertion iterated and reit
erated for many years in the past, and particularly during the 
very exciting caml)aign of 1896. 

In those days I ventured to question the soundness of the doc
trine proclaimed with vehemence and an earnestness that fre
quently bordered upon personal resentment that only money 
worth 100 cents to the dollar should pass current or receive the 
sanction of governmental authority. In those days we were all 
assured that gold was the only thing in the world endowed with 
an absolute, constant, unvarying, unchanging, positive value. It 
was like the laws of the 1\fedes and the Persians, exempt from 
human influence, from the effect of human industry, from the 
la·ws of supply and demand; and even the quantity in circulation 
in no way affected or impaired its actual or relative value. 

We now confront the situation where the mutations of time 
har-e brought revenge, and the regnant metal of the hour is the 
despised white metal of the past, to which the doors of the mint 
were long ago shut and to suggest the reopening of which sub
jected one- to the charge of idiocy or of lunacy or of knavery or 
of all those undesirable qualities. 

I really think the word "gold" should be stricken out of the 
bill and the word silver inserted, because not otherwise can 
we keep 'faith with the public creditor, not otherwise can we pay 
him in sound money, not otherwise can we preserve the national 
honor. The fact is so patent, so mathematically. demonstrable, 
that it is only necessary to state it when it will be generally 
accepted. 

Let me, therefore, Mr. President, warn those responsible for 
this movement to give a legal-tender value to depreciated paper, 
that they are flooding the country with more unsound money, 
and the poor creditor, obliged to accept these certificates, will 
think twice before commending either the wisdom or the integ
rity of the Senate of the United States. It is a situation which 
I deplore. 

l\Ir. KENYON. ?t!r. President--
The PRESIDING OFFICER. Does the Senator from Colo- 

rado yield? 
Mr. THOMAS. Just a moment. But, notwithstanding that 

result, in keeping with my past reputation as an advocate of 
dishonest money, I feel constraiiled to vote for the bill. 

Mr. KENYON. Mr. President, does not the Senator from 
Colorado feel that some apologies are due to Mr. Bryan for 
attacking the position he took of paying debts with dishonest 
silYer dollars when we now pay them in depreciated gold dol
lars? 

l'Ir. THOl\:LA.S. 'If I may fall into the vernacul-ar, I think it 
is Bryan's time to " crow." I notice he has been addressing 
some rather embarrassing queries to the magnates in the finan
cial world in New York, some of whose answers are very char
acteristic. He is still " a dangerous citizen," whose financial 
views are too pernicious to demand serious consideration. My 
own judgment is that to Mr. Bryan and those of us whose mental 
limitations caused us to support his views it is a matter of 
considerable satisfaction to know that, even though the period 
may be brief, silver has come into its own and the standard 
gold dollar created by tbe act of 1900 is now tbe sbort-legged 
dollar of the country. 

l\Ir. KING. 1\fr. President, will the Senator from Colorado 
yield to me? 

Mr. THO:I\1AS. Oh, I am through. 
1\Ir. KING. Having listened to the exquisite piece of irony 

and satire of tbe Senator, I should like to propound a question 
to him before he concludes; and, in serious good faith, I will 
ask the Senator--

1\Ir. THOMAS. I have been speaking in good faith. 
1\lr. KING. Of course, the Senator from Colorado always 

speaks in good faith, but in a satirical vein he bas, it seems to 
me, to use the vernacular of the street, "rubbed it into" the 
adYocates of the gold standard. But the question I was about 
to propound to the Senator is this : The Senator will recall 
tllat when one of his illustrious predecessors from the State of 

Colorado was here he very earnestly sought the passage of a 
measure that would permit an international conference with a 
view to establishing silver as one of the bases of our financial 
system. 

Mr. THOl\IAS. He passed that measure. 
Mr. KING. He pasRed the resolution for such an investiga

tion, but we did not secure international bimetallism. I was 
about to ask the Senator from ColoradQ whether he did not 
think it was a good time- now to try to secure international 
bimetallism 'I 

Mr. THOMAS. 1\fr. President, at the beginning of the special 
session of this Congress I introduced a resolution for the ap
pointment of a commission to consider and, if possible, agree 
with other nations on some basis for regulating the rate of 
exchange between gold and silver using countries. If that 'is 
done, without regard to the ratio of exchange, it will steady 
those fluctuations, to the mutual benefit and prosperity of both 
the silver-using and the gold-using nations. 

All nations are now nominally gold-using nations, but silver 
is just as much the currency of India and of China and prac
tically of all the yellow races of the world as it ever was. 
Unquestionably, however, the present time is very appropriate 
for meeting and, by adjustment, doing away with that situa
tion which has prevailed ever since silver fell below par. 

1\fy precedessor, the late Senator Wolcott, secured the enact
ment of u joint resolution, and its approval by President Mc
Kinley, providing for such regulation of exchanges which would 
very largely afford the equivalent of the fixity of ratios. That 
joint resolution received in the Senate, among others, the sup
port of Senator Hoar, of Massachusetts. Senator Wolcott was 
made the chairman of the commission appointed by President 
McKinJey for that purpose. In his autobiography or remi
niscences Senator Hoar gives an interesting account of the 
tribulations of that commission and the difficulties which it 
encountered in the effort to secure recognition of its purposes 
in Great Britain. Senator Wolcott upon his return deliberately 
charged upon the floor of the Senate that his mission had been 
defeated by the intrigue of the then Secretary of the Treasury, 
Mr. Qage, and in his v_ery impetuous . and eloquent manner de
nounced the interference not only as an act of bad faith, but· 
which should be visited with much more thnn mere denuncia
tion. I am satisfied that if Senator Wolcott had had a free 
hand, if the financial interests of the Government and of the 
country had acquiesced, · even passively, in his effort, he would 
have accomplished his great and benepcent object. 

I thirtk the suggestion of the Senator from Utah [1\fr. KING] 
is a most pertinent one, and it is my intention, 1\Ir. President, as 
soon as the unfinished business is disposed of, to address the 
Senate upon the metallic-money world situation, the need of 
the regulation of exchange, and the ease with which, in new 
of the present value o:f silver, it can now be accomplished. 

The blll was reported to the Senate without amendment, ...
ordered to be engrossed for a third reading, read the third time, 
and passed. 

METHOD OF CAPITAL PUNISHMENT IN THE DISTRICT. 

Mr. DIAL. Mr. President, I ask unanimous consent for the 
present consideration of the bill (S. 2756) to prescribe the 
method of capital punishment in the District of Columbia. It 
merely provides for a change in the method of inflicting the 
death penalty in the Dish·ict. The bill has been favorably re
ported from the committee. 

Mr. SMOOT. l\1r. President, as I understand the bill, it 
merely changes the mode of capital punishment from hanging 
to electrocution. 

1\Ir. DIAL. It changes it from hanging to electrocution, 
adopting the modern method employed in various States. 

The PRESIDING OFFICER. Is there objection to the pres
ent consideration of the bill? 

There being no objection, the Senate as in Committee of the 
Whole proceeded to consider the bill, which was read, as fol
lows: 

Be it enacted, eto., That on and after the 1st day of January, 1920, 
the mode of capital punishment in the District of Columbia shall be by 
the process commonly known as electrocution. The punishment ot 
death shall be intlicted by causing to pass through the body of the con
vict a current of electricity of sufficient intensity to cause death and 
the application of such current shall be continued until such convict is 
dead. 

SEC. 2. That the Commissioners of the District of Columbia are au· 
thorized and required, on the approval of this act by the President, 
to provide a death chamber and necessary apparatus for infiictinf"" the 
death penalty by electrocution, to pay the cost thereof out ot any unds 
available and not otherwise appropriated, to designate an executioner 
and necessary assistants, not exceeillng three in number, and to fix the 
fees thereof for services, which shall be paid out of any funds available 
and not otherwise appropriated. 

~EC. 3. That upon the conviction of any person in the District of 
Columbia of a crime the punishment of which is death, it shall be the 
duty of the presiding judge to sentence such conv!.cted person to death 
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according to the terms of this act, and to make such sentence in writing, 
which shall be filed with the papers in the case against such convicted 
person, and a certified copy thereof shall be transmitted, by the clerk 
of the court in which such sentence is pronounced, to the superintend
ent of the District Jail, not less than 10 days prior to the time fixed 
in the sentence of the court for the execution of the same. 

SEC. 4. That at the execution of the death penalty as herein pre
scribed there shall be present the following persons, and no more, to 
wit: 

The executioner and his assistants; the physician of the prison and 
one other physician if the condemned person so desires ; the condemned 
person's counsel and relatives, not exceeding three, if they so desire; 
the prison chaplain and such other ministers of the gospel, not exceed
ing two, as may attend by desire of the condemned ; the superintendent 
of the prison, or, in the event of his disability, a deputy designated by 
him ; and not fewer than three nor more than five respectable citizens 
whom the superintendent of the prison shall designate, and, if neC'essary 
to insure their attendance, shall subpcena to be present. The fact of 
execution shall be certified by the pr1son physician and the executioner 
to the clerk of the court in which sentence was pronounced, which certi
ficate shall be filed by the clerk with the papers in the case. 

SEC. 5. That all acts or parts of acts inconsistent with this act are 
hereby repealed. 

:Mr. DIAL. 1\Ir. President, it will be necessary to adopt an 
amendment as to the date when the bill shall take effect. As 
reported it provides that it shall take effect on the 1st day of 
January, 1920. I suggest that we will have to fix a later date, 
and I move to amend by striking out the word " January " and 
inserting the word" June!' 

Mr. SMOOT. Why should the date be placed so far ahead? 
Mr. DIAL. In order that the bill may have an opportunity to 

pass the other House and become a law. Any other date that 
will afford the necessary opportunity will suit me, but I imagine 
that it will not be possible to secure the enactment of the bill 
by January 1. If the Senator has any suggestion to make in re
gard to the date, I will be glad to have him make it. I will sug
gest, if that is agreeable to the Senator, that the date be made 
March 1. I hope it will be possible to get the bill through by 
that time. 

The PRESIDING OFFICER. The amendment proposed by 
the Senator from South Carolina will be stated. 

The Secretary. On page 1, line 3, after the word "of," it is 
proposed to strike out "January" and insert "March!' 

The amendment was agreed to. 
Mr. KING. Mr. President, I should like to ask a question of 

the Senator having the bill in charge. Has there been a recom
mendation of the officials of the District of Columbia in regard 
to this measure? 

Mr. DIAL. Yes, sir. It was referred to the Commissioners 
of the District of Columbia and they favored it unanimously. 

1\Ir. KING. As I understand, the Senator who offered this 
bill believes that electrocution is a more humane method of 
dealing with those upon whom the sentence of death has been 
passed than is hanging. I want to ask the Senator whether or 
not those who have made a study of the different methods em
ployed in carrying out the death penalty have recommended in 
favor of electrocution rather than shooting or hanging or any 
other method that now obtains in the United States? 

Mr. DIAL. I do not know, Mr. President, of any extensive 
study made or report submitted with regard to it, but the 
method of inflicting the death penalty proposed by the bill ob
tains in many States of the Union, for instance, Indiana, Ken
tucky, Massachusetts, Nebraska, New York, Ohio, Oklahoma, 
South Carolina, Vermont, Virginia, and possibly other States. 
It occurs to me that it is more humane to electrocute a person 
than it is to hang him. It is a mere matter of advancement and 
progress, I take it. I hope that none of the people who reside 
in the District of Columbia will have the death penalty inflicted 
upon them, but if that shall be necessary we are trying to make 
it as comfortable for them as possible. 

Mr. KING. I am not sure that the method proposed by this 
bill has any more elements of humaneness in dealing with those 
who are to be executed than other methods now prevailing in 
the United States. I have talked with a number of men who 
have been present at electrocutions, and a majority of those 
with whom I have spoken have had no\hesitancy in saying that 
they regarded hanging or shooting as humane as, and some of 
them said more humane than, electrocution. It seems to me that 
there is nothing that could be more frightful than to strap a man 
in a chair and adjust the mechanism there provided so that the 
current may pass through his body without obstruction and 
destroy his life. Nothing could be more frightful than that. 
It seems to me shooting or hanging would be as humane, and 
perhaps more humane, than electrocution. 

I voted against this measure in the committee because I did 
not believe that the method provided possessed sufficient merit 
over the present method to commend itself to the judgment of 
the Senate. I do not object to the consideration of the bill, but, 
with my present information, humanity being the reason why 
t:rus bill is urged, and feeling that electrocution is not more 

humane than the present method of:' inflicting the death penalty 
in the District, I shall not give it my support. 

Mr. DIAL. Mr. President, I repeat, the bill has received the 
favorable consideration of the Commissioners of the District of 
Columbia, to whom it was referred and who made a favorable 
report on it. A large majority of the Committee on the District 
of Columbia also favored this bill. 

The bill was reported to the Senate as amended, and the 
amendment was concurred in. 

The bill was ordered to be engrossed for a third reading, read 
the third time, and passed. 

NATIONAL-BANK NOTES. 
Mr. SMOOT obtained the floor. 
Mr. McLEAN. Mr. President, I ask unanimous consent for 

the present consideration of Senate bill 2902. 
Mr. SMOOT. I will yield for that purpose, if there is no 

objection to the bill. 
Mr. McLEAN. This bill has been on the calendar for a long 

time. It merely permits the signatures on circulating notes to 
be engraved or written. I think the bill has already passed the 
House. There is no possible objection to it. It was introduced 
by the Senator from North Carolina [Mr. SIMMONS]. 

Mr. SMOOT. I will yield if there is no objection to the bilL 
If it leads to any discussion, however, I must object. 

Mr. McLEAN. If there is any objection, I will withdraw it. 
The PRESIDING OFFCER. The Senator from Connecticut 

asks unanimous consent for the present consideration of Senate 
bill 2902. Is there objection? 

Mr. KEl\TYON. Mr. President, I am not going to object to 
the consideration of this bill; but if this is to go on, and we 
are to continue to attempt to pass bills, I am going to begin 
objecting with the next one. I do not believe we ought to pass 
bills with only six or seven Senators in the Chamber; but I will 
not object to the consideration of this one. 

Mr. McLEAN. I think, if the Senator will listen to the read
ing of the bill, he will have no objection. 

Mr. KENYON. I have been informed by the Senator from 
New Jersey [l\1r. FRELINGHUYSEN] as to what it is, and I am 
not going to object; but I do think that the practice of passing 
bills in the middle of the afternoon, with only five or six Sena
tors present, is wrong. 

There being no objection, the Senate, as in Committee of the 
Whole, proceeded to consider the bill ( S. 2902) to amend sec
tion 5182, Revised Statutes of the United States, which was 
read, as follows : 

Be it enacted, etc., That section 5182, Revised Statutes of the United 
States, be amended to read as follows: 

" SEc. 5182 . .Any association receiving circulating notes under this 
title may, If its promise to pay such notes on demand is expressed 
thereon attested by the written or engrave.d__signatures of the presi
dent or vice president and the cashier thereof in such manner as to 
make them obligatory promissory notes payable on demand at its 
place of business, issue and circulate the same as money. Such written 
or engraved signatures of the president or vice president and the cashier 
of such association may be attached to such notes either before or after 
the receipt of such notes by such association. .And such notes shall be 
received at par in all parts of the United States in payment o! taxes, 
excises, public lands, and all other dues to the United States, except 
duties on imports ; and also for all salaries and other debts and demands 
owing by the United States to individuals, corporations, and associa
tions within the United States, except interest on the public debt an<l 
in redemption of the national currency." 

The bill was reported to the Senate without amendment, or
dered to be engrossed for a third reading, read the third time, 
and passed. 

RAILROAD CONTROL. 
The Senate, as in Committee of the Whole, resumed considera· 

tion of the bill ( S. 3288) further to regulate commerce among 
the States and with foreign nations and to amend an act en
titled "An act to regulate commerce," approved February 4, 
1887, as amended. 

ADJOURNMENT. 
Mr. SMOOT. I move that the Senate take a recess until 12 

o'clock on Monday. 
Mr. KENYON. Mr. President, why not adjourn, so that we 

can have a morning hour? 
Mr. SMOOT. The Senator's colleague, the senior Senator 

from Iowa [Mr. CUMMINS], desires a recess. 
Mr. NORRIS. Mr. President, there are many Senators who 

have some business they desire to transact in the morning hour. 
The Senator from Massachusetts [Mr. LODGE] has just come in, 
and I am certain that under the circumstances he will favor an 
adjournment rather than a recess. 

Mr. SMOOT. Then I will change tl1e motion and move that 
the Senate adjourn. 

The motion was agreed to; and (at 2 o'clock and 35 minutes 
p. m.) the Senate adjourned until Monday, December 8, 1919, at 
12 o'clock meridian. 
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